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TRAFFIC WORLD INDEX 


With the July 17 number of The Traffic World we 
shall mail to subscribers the index for the volume covering 
the period January-June, 1926. It should be bound with 
the copies of the magazine for that six months’ period and 
preserved for future reference. The volume consists of 
1,744 pages and is the largest for any similar period in our 
history, due not only to the increasing amount of material 
of interest to our readers but to our increasing efforts to 
make our magazine interesting and helpful. There will be 
no diminution of those efforts in the future. 


INTERCOASTAL RATE REGULATION 

Whatever may or may not or should or should not be 
done about regulation of intercoastal steamship rates, there 
is no room for the argument that is so often heard and that 
is repeated by the Shippers’ Conference of Greater New 
York, in its action published elsewhere, that such regula- 
tion would deprive sections of the country located on the 
Atlantic seaboard of “the advantages growing out of their 
geographical location, and transferring those advantages to 
sections of the country whose geographical position does 
not justify the establishment of rates as low as water lines 
can profitably maintain.” 


As we have pointed out many times before, the “geo- 
graphical advantage” referred to is the advantage conferred 
by the construction of the Panama Canal and so is not a 
geographical advantage at all but an artificial one, provided 
and maintained by all the taxpayers of the nation, in the 
interior as well as on the seaboard. The argument shows 
either ignorance of facts or deliberate intention to obscure 
them. If, without the Panama Canal, the seaboard has an 
advantage through its geographical location, it is entitled to 
benefit from that advantage, since the advantage was always 
there and industry could always have taken it into consid- 
eration in establishing itself. In so far as the Panama Canal 
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gives the Atlantic seaboard an advantage, it should pay for 
that advantage, and those who are placed at a disadvantage 
have a right to ask that some plan of equalization be 
adopted. That is so simple and fundamental that it is sur- 
prising to us that everybody does not see it or that intelli- 
gent men should assume that anyone cannot or does not see 
it. It may or may not have been a good thing—considering 
the Panama Canal purely from the commercial point of 
view and not from the point of view of national defense— 
that the canal should have been built, but, having been built, 
it is certainly not a good thing that certain favored ones 
should be permitted to profit by it at the expense of others 
who cannot use it. If we could only get this idea impressed 
on the minds of those who are dealing with the question of 
intercoastal rate regulation, the problem would be much 
more simple. 


REPEAL OF SECTION 15a 

Speaking of ignorance of facts or deliberate intention 
to deceive, there could be no better illustration than Sen- 
ator Mayfield’s speech demanding repeal of section 15a, 
which he says, though not exactly a guaranty, gives the 
railroads the right to demand that the Commission make 
rates that will yield them the standard return. This, he 
says, results in “frozen” freight rates. He demands repeal 
of this law and return to the old principle of rate regulation 
under which the Commission “made reasonable and non-dis- 
criminatory rates for the entire country.” 

Senators and others who make this argument protest 
that they believe in a living wage for the railroads. Of 
course, no one in his senses would admit anything else, 
whatever he might think. If it is true that the railroads are 
entitled to a living wage, the question, then, becomes one 
merely of whether the Commission, under section 15a, of 
the transportation act, has correctly fixed the adequate re- 
turn at five and three-quarters per cent on the valuation of 
railroad property used for transportation purposes. As- 
suming that this idea of what is an adequate return is sound 
—and we do not know of anybody who says the railroads 
ought to be compelled to get along with less—what differ- 
ence does it make or ought it to make whether the adequate 
return is expressed in the statute or not, and does not 
Senator Mayfield really mean that he thinks, without this 
statute, the Commission would or might give the railroads 
less than they are entitled to? Probably he has not thought 
it out at all but is merely talking to please his farmer con- 
stituents. 

The net return to the railroads ought not to be less than 
it is. It ought to be more. Would Senator May- 
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field have it less? If so, how does he _ justify 
his position- If not, what would be accomplished by 
repeal of section 15a in the lowering of freight rates? 
Moreover, Senator Mayfield is wrong when he says section 
15a has resulted in “frozen” rates. It has not so resulted 
and there is no reason why it should so result. Under the 
section, the Commission is free to revise the rate structure 
as often and as radically as it sees fit. All that the section 
requires is that the Commission so adjust rates that, in the 
aggregate, the roads in a given region or group will, as 
nearly as possible, earn the return fixed by the Commission 
as adequate. As another “moreover,” it may be added that 
the Commission has not even done that. The roads as a 
whole have never, since the law was enacted, earned the 
adequate return. In only one region—the southern—are 
they earning it now, and in the west they are woefully be- 
low it. 

There may be faults in section 15a but we do not see 
how, without it, rates could properly be generally reduced 
or how it would be any easier to revise them or readjust 
them than it is now. We do see that the Commission, with- 
out the instruction of the law, might be induced to make 
the rate level even lower than it is now, but that is what the 
law was intended to prevent. In other words, the law was 
intended to instruct the Commission to do its duty. 


SUBSIDY FOR SHIPS 
At a luncheon in connection with the ceremony of 


launching a new steamship in Philadelphia last week, Her- 
bert Hoover, Secretary of Commerce, spoke in part, as 
follows: 


We are a seafaring people. In our coastwise trade. and its 
extension to Porto Rico and Hawaii and other outlying possessions, 
in the service of the Great Lakes we have over 7,000 vessels under 
the American flag, totaling over 8,900,000 tons and employing over 
100,000 seamen. These services alone comprise nearly 14 per cent 
of the world’s tonnage and are in themselves a greater fleet than 
any other nation of the world—except Great Britain. We have 
engaged in interminable discussion and effort during these last fif- 
teen years to expand our merchant marine across the seas. We 
have today some 3,600,000 tons actively engaged in internatioral 
trade, of which 1,720,000 tons are privately owned. 


At least we are learning that governments cannot conduct com- 
petitive business. Gradually we will, no doubt, secure this primary 
marine service upon a basis of private adventure and enterprisec— 
the only way the sea can ever be mastered. We will, some day 
have a sound merchant marine in foreign trade. Our national in- 
terests makes it imperative. 


But it is not my purpose to discuss our government failures. 
Rather would I recount the field in which we have made success. 
We have builded our coastwise and lake fleets wisely. We have 
arranged through sound policies for its preservation and protec- 
tion. From the birth of the Republic we have reserved that trade 
for vessels owned by our own citizens and built in our own ship- 
yards, operated by private enterprise—not by the government. That 
policy was laid down in an early session of the American Congress 
in the year 1791, when Alexander Hamilton was Secretary of the 
Treasury and administered our navigation laws. It has been ad- 
hered to ever since. 


This great transportation system asks no government aid and no 
public subsidy. It has been built up and is sustained by the im- 
pelling force of American individualism. We have a_ seacoast 
longer than that of any maritime nation, teeming with productive 
communities and demanding the facilities of commercial intercourse. 
There is no richer source for the transportation of passengers and 
property. 

The opportunities have been great and American initiative has 
seized them freely and efficiently. The only contribution of govern- 
ment has been in the preservation of this American trade in Amer- 
ican ships. That governmental policy has been adhered to through 
all our national life against every effort to break it down. It is an 
essential national policy. 


From the example before our eyes today we learn the pleasant 
lesson that our coastwise service is not stagnant, but is alive and 


THE TRAFFIC WORLD 





9 


growing, and that the men who conduct it are appreciative of their 
duties in public service. 


Much of this is well said. Some of it is inaccurate. 
We especially commend Mr. Hoover’s remarks to the effect 
that governments cannot conduct competitive business. If 
we have learned or are learning that principle, why not ap- 
ply it a little further? Why, for instance, does the govern- 
ment continue to own and operate a line of barges on the 
Mississippi and Warrior rivers and why is it planning ex- 
tensions of that service, which was justified in the beginning 
partly by what was held to be war necessity and partly as 
an experiment to show private capital what could be done? 

The inaccurate part of what Mr. Hoover said was to 
the effect that our successes in intercoastal business and on 
the Great Lakes had been accomplished without government 
aid or public subsidies. In the language of the street, “how 
does he get that way?” There has been, perhaps, no direct 
government aid or subsidy, but are not operators of inter- 
coastal ships subsidized in the sense that they operate in 
competition with the railroads without any sort of govern- 
mental regulation and that they have the use of the Panama 
Canal at less cost than it is worth to them? Does not the 
public, which built and which maintains the canal, thus pay 
a subsidy, and do not those who must use the rails, instead 
of the intercoastal ships, also pay a subsidy? It is a subsidy 
none the less because it is an indirect one. 

As for the service on the Great Lakes, what about the 
Soo Canal? Boats pay nothing for their use of this canal, 
built and maintained with public money. Do they not, 
therefore, have the benefit of a subsidy to that extent, in 
their competition with the railroads? Mr. Hoover, though 
an able and patriotic man, discusses so many things that he 
is not always clear in his thought with respect to some of 
them. , 


LONGVIEW DETOUR CASE 


The Traffic World Washington Bureau 


Arguments were made June 28, before Chairman Eastman 
and Commissioners Meyer and Woodlock, as members of division 
4, on the application of the Northern Pacific, Great Northern 
and the Oregon-Washington for permission to detour four pas- 
senger trains, two each way, daily, from their tracks on one side 
of the Cowlitz River to the track of the Longview, Portland & 
Northern, on the other side of that stream, between Longview 
Junction, Wash., on the south, to Olequa, on the north, a dis- 
tance of 21 miles, so as to give the new city of Longview, laid 
out by the Long-Bell lumber interests, direct passenger service 
over the trunk lines. At present Longview citizens must go to 
Kelso, Wash., to get trunk line service. The distance is about a 
mile, from Longview to Kelso. 

Time to discuss the issue between Kelso and the _ public 
interest it represents, on the one hand, and between Longview, 
the railroads and the public interest they represent, on the other, 
was assigned to D. F. Lyons, attorney for the Northern Pacific; 
Joseph N. Teal, for Kelso; Luther M. Walter, for the railroad 
built by the lumber interests, and Jesse Andrews, for the Long- 
view railroad and the Longview Chamber of Commerce. 

The friction in the case was between Messrs. Teal and 
Walter. They called attention to omissions, in each other’s 
argument, of what one said was significant facts that the other 
should have mentioned. Mr. Teal was at pains to point out that 
Kelso was not opposing the growth of Longview, but said that 
there were questions in which the public had a larger interest 
than Kelso, namely, as to efficiency in management of the trunk 
lines, the safety of the route proposed to be used for carrying 
passengers up and down the Pacific coast, and the one that arose 
when a large shipper brought pressure to bear upon trunk lines 
to have them do things they might not do but for the pressure. 

Mr. Lyons, with language just as emphatic as Mr. Teal, pro- 
tested that the trunk lines wished both Kelso and Longview to 
grow and were not partisans of either. He said there was noth- 
ing in the record to show that Kelso would not be given adequate 
passenger service. 
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Throughout the case had run the suggestion that by pro- 
posing to detour two trains each way each day, the trunk lines 
were buying the traffic originating at Longview, at an expense 
of $10,000 a year, the estimate of the cost the trunk lines would 
incur by sending their trains through Longview over the year-old 
track of the Longview, Portland & Northern, laid with 85-pound 
re-lay rails, rather than over their old, seasoned double track, 
on the other side of the Cowlitz, laid with 95-pound rails. Mr. 
Lyons said that, even if the cost were $20,000 a year, it would 
not be excessive. 

“I wish,” said he, “we could have a lot more Longviews that 
could be purchased at that cost.” 

The protesting interests questioned the safety of sending 
the heavy traffic of the trunk lines over the bridge of the Long- 
view, Portland & Northern at the south end of the detour track. 
They raised that question because, among other things, the con- 
tract between the trunk lines and the Longview road provided 
for the detouring of specified trains, if the engineers thought it 
safe to send the engines drawing them over the bridge in ques- 
tion. Mr. Teal said it was a second-hand bridge that had been in 
service for thirty-six years, on some other railroad. He said 
the engineers had ruled off one train because the engine drawing 
it was too heavy and then said that a train with a heavier engine 
had been substituted. 

In his argument, Mr. Walter said that Mr. Teal should have 
noted the error in regard to weight figures, because the items 
making up the total weight of the so-called heavier engine did 
not produce the total. He also said Mr. Teal had failed to 
mention that the floor system of the bridge, the point where the 
greatest stress would be localized, had been reinforced. 

Mr. Teal said he doubted whether the executives of the 
trunk lines knew about the question of safety presented by that 
bridge, because, he said, he knew they did not want to run the 
risk of having their fast through trains wrecked on it. But he 
said that, if an accident took place there, it would not be a case 
such as presented by the rear-end collision on the Pennsylvania, 
recently, the cause of which, he said, was unknown, because the 
men who might know were dead. 

Several times he asked what had caused the trunk line to 
approve the application for permission to detour, which, he said, 
their witness had said did not originate with him. 

“Why did not the man who originated the plan come to the 
hearing and tell why the application was made?” asked Mr. Teal. 

Seemingly, in answer to that question, Mr. Walter observed 
that it was true that neither the Long-Bell nor Weyerhauser 
interests had built their plants at Portland, the neck of the 
bottle, in which he said Mr. Teal was interested. 

Chairman Eastman, several times, asked questions about re- 
lay rails and seasoned track, saying that much had been made 
of such things in a recent valuation argument. Mr. Walter 
admitted that, for valuation purposes and operation, an old 
track had a value that a newer track did not have, but, he said, 
there was no real question of safety involved in this case, al- 
though that was one of the emphatic points made by Mr. Teal. 


WHAT IS CRUDE OIL? 


The Trafic World Washington Bureau 


The Commission, in No. 14264, National Refining Co. vs. 
Louisville & Nashville et al., has had placed before it the ques- 
tion whether, when something artificially taken out of crude 
petroleum, is put back into it, the restored article is crude oil 
and as such entitled to the crude oil rates. Arguments were 
made on that subject June 24 by Fayette B. Dow for the com- 
plainant and by Nelson W. Proctor for the railroads. 

Mr. Dow reminded the Commission, at the beginning of his 
argument, that this case, in one form or another, had been be- 
fore it so long that all but three commissioners had listened to 
a discussion of the issues therein The long continuance of the 
case, he said, was due to the failure to get all the facts at the 
previous efforts, but this time he said all the facts that could 
be collected had been put into the record. 

From December, 1920, to August 17, 1922, he said, oil from 
the Big Sinking field in Kentucky was shipped to points in Ohio 
and Canada on crude rates. The Commission, he said, in 1922, 
informally ruled that because casinghead gasoline had been 
run into the tanks along with what was admitted to be crude 
oil, the blend should pay the gasoline rates. 

At the most recent hearing the examiner reported in favor 
of a decision that would require the shipper to pay the gasoline 
rates, although what was shipped was used as crude and, ac- 
cording to Mr. Dow, could not have been used for any purpose 
other than that served by crude petroleum. 

The railroads claimed that because casinghead gasoline had 
been run into the stuff that was admittedly crude there was a 
hazard of transportation that warranted the imposition of the 
higher rate. | 

As to where that casinghead gasoline was obtained and how, 
Mr. Dow said that the wells from which the casinghead gasoline 
was taken had never had any natural gas in them. The oil 
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was so sluggish that, from the start, it had to be pumped out. 
He said that after pumping was begun it was found that vapors 
were arising from the well, vacuum process being used. The 
well was capped so as to prevent the escape of the vapors. 
Some of the vapor was burned as a gas, Mr. Dow said, and some 
was condensed and run back into the crude, from which it had 
been extracted by the vacuum pump. 

On account of the dispute as to the characteristics of the 
restored oil, Mr. Dow said, a three man test was made, one man 
representing the railroads, one the shipper and the other the 
Commission. On every test, he said, the so-called blended prod- 
uct came within the criteria of crude oil, in so far as the safety 
regulations were concerned. They were the only tests pertinent 
to the subject. 

Mr. Dow called attention to a practice that had sprung up 
in Oklahoma of forcing residue gas back into the oil sands and 
thereby increasing the flow of crude. He said there was no 
question about the resulting addition to the flow being crude oil. 
The courts, he said, had decided that the lessee, obligated to 
pay royalty in kind, had to account for the casinghead gas forced 
back into the ground. 

His proposition was that, inasmuch as there had never 
been any gas in any of the wells whence came the crude in- 
volved in this case, the gas produced by the vacuum pumping 
process was necessarily have been a part of the crude and that 
when it was condensed and put back to the place from which 


it had come, the restored product had necessarily to be crude 
and nothing but crude. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended June 19 totaled 
1,043,720 cars, according to the car service division of the 
American Railway Association. This was a decrease of 16,494 
cars compared with the preceding week, due to reductions, for 
the most part small, in the loading of all commodities with the 
exception of merchandise and less-than-carload freight, which 
showed a slight increase. 


Compared with the corresponding week last year, however, 
the total for the week ended June 19 was an increase of 59,137 
cars, While it also was an increase of 140,174 cars above the 
corresponding week in 1924. It also was a substantial increase 
over the corresponding weeks in 1920, 1921, 1922 and 1923. 


This was the fifth week this year that loading of revenue 
freight exceeded one million cars. 


-Loading by districts the week ended June 19 and for the 
corresponding period of 1925 was reported as follows: 


Eastern district: Grain and grain products, 8,908 and 6,761; live 
stock, 2,481 and 2,554; coal, 46,995 and 41,810; coke, 2,887 and 1,933; 
forest products, 5,383 and 5,918; ore, 6,023 and 4,710; merchandise, 
L. C. L., 73,604 and 70,768; miscellaneous, 104,023 ‘and. 100,006; total, 
1926, 250, 254; 1925, 234, 460; "1924, 213,278. 

‘Allegheny district: Grain and grain products, 3,044 and 2,310; 
live stock, 2,060 and 2,004; coal, 44,716 and 38,915; coke, 5,093 and 
4,263; forest —— 3,718 wns 3,361; ore, 12, 820 ‘and 13 ,018; mer- 
chandise, s.. &. 710 and 54,934; miscellaneous, 84,343 and 82,598; 
total, 1926, 212, 501: aen8, 201,403; 1924, 187,1 

Pocahontas district: Grain and Grain <1 OO 173 and 207; live 
stock, 125 and 139; coal, 42,358 and 36,164; coke, 523 and 483; forest 
products, 1,819 and 1,841; ore, 109 and 65; merchandise, L. C. 


7,396 and 7,104; miscellaneous, 5,259 and 4,691; total, 1926, 57, 763; 
1925, 50, So4e "1924, 41,137. 


Southern district: Grain and grain products, 4,040 and 3,616; live 
stock, 1,759 and 1,716; coal, 22,293 and 20,006; coke, 1,040 and 1,067; 
forest products, 22, 461 and 23, 325; ore, 1, 331 and 3; 375: merchandise, 
kL... ©. Se, Geer and 40,545; miscellaneous, 55,683 ‘and 51,25€: total, 
1926, 148,444; 1925, 142, 906; 1924, 124,897. 

Northwestern district: Grain and grain products, 8,7° 3,431; 
live stock, 7,856 and 6,833; coal, 3,964 and 4,464; coke ~* roe : 
—_— products,, ~ _ and 16, 994; ore, 43, 822 and 38,: iandise, 

C. 3,241; miscellaneous, 42,111 < 3; total, 
1926, 161 bags 085 180, Beit 1924, 144,227. 

Central Western district: Grain and grain prod: 9,992 and 
9,080; live stock, 9,930 and 9,765; coal, 10,699 and 10,424; coke, 319 
and 248; —. st products, 12, 744 and 11, 309; ore, 3,627 and 3, 481; mer- 
chandise, L ‘ 688 and 34,878; miscellaneous, 56,975 and 53 922; 
total, 1926, 133, 974; 1925, 133,107; 1924, 135,558. 

Southwestern district: Grain and grain products, 4,408 and 4,020; 
live stock, 3,022 and 2,528; coal, 4,054 and 3,332; coke, 149 and 105; 
forest products, 9,221 and 9,034; ore, 529 and 512; merchandise, OM 
Cc. L., 17,002 and 16, 751; miscellaneous, 34,848 and 35, 120; total, 1926, 
73, 233; 1925, 71,452; 1924, 57,255. 

Total, all roads: Grain and grain products, 39,272 and 35,425; live 
stock, 27,183 and 25,539; coal, 175,079 and 155,115; coke, 11, 523 and 
9,347; forest products, 74, ~y and 71, 782; ore, 68,261 and 61,616; mer- 
chandise, L. 264, and 258, 221; miscellaneous, 383,242 and 
367,538; total, S926" "1,043, 720: 1925, 984, 583; 1924, 903,546. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1926 1925 1924 

Five weeks in January...........20% 4,432,010 4,456,949 4,294,270 
Four weeks in February............ 3,676,449 3,623,047 3,631,819 
Four weeks in March...........cee. 3,877,139 3,702,413 3,661,922 
po ee 3,795,837 3,726,830 ,498,230 
ros, a! CUO eer 5,142,879 ,853,3 »473,729 
Week ended June 5.....-........... 945,964 98,243 910,793 
ee > 2 eee 1,060,214 989,873 902,592 
Week ended June. 19......ccceccccvce 1, 043, 720 984, 583 903, 546 

, | ET eee eer eee ers 23,974 212 23,335,317 22,276,901 
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ent Topics 


in Washington 





On the Making of Rabbit Stew.—A rule for the making of 
rabbit stew, indigenous, it is believed, to the United States (the 
rule, not the stew), is, “first catch your rabbit.” Talk in the 
oil and automobile industries, apropos the Commission’s deter- 
mination to look into the matter of regulation of auto truck and 
auto busses, engaged in commerce between the states, suggests 
that there may be some opposition to regulation proposals, re- 
gardless of the end in view. The oil industry is hostile toward 
anything proposed in Washington, chiefly, it is believed, on ac- 
count of the hammering it has received, at the hands of Congress 
and the Federal Trade Commission. Much of Washington criti- 
cism of oil has been based on the assumption that the makers 
of fuel for automobiles are always gouging the public, because, 
among other things, the price of gasoline goes up a whole cent 
a gallon when there is an increase of 25 cents a barrel on crude. 
The industry is inclined to be resentful because statesmen, 
seemingly, refuse to learn that there are not more than about 
twelve gallons of gasoline in a barrel of crude recoverable by 
ordinary processes of distillation, and that an increase of one 
cent means that the price of the refined product does not move 
up in full consonance with the price of crude when it goes up 
only one cent a gallon. The automobile industry and the oil 
industry together think they pay more than $1,090,000,000 a 
year in taxes of one sort or another, while the total spent on 
rural roads, in 1925, was just about $1,000,000,000. Those figures 
were compiled by Thomas H. MacDonald, chief of the United 
States Bureau of Public Roads, and circulated by the American 
Petroleum Institute. The two industries feel aggrieved on ac- 
count of the tax burden, which does not take into account the 
ordinary real estate and income taxes paid by the oil and auto- 
mobile companies. Anything Washington proposes they are in- 
clined to regard as indicating the probability of more expense for 
them. Recently the Public Health Service proposed regulations 
for garages and filling stations, to be adopted by state health 
officials. The excuse for their formulation was the poisoning of 
employes in places where tetra-ethyl lead was being produced. 
The Public Health Service is authorized to bestir itself when 
there is a public health hazard. It investigated and had to find 
that there was no public health menace, though there was an 
industrial hazard in the handling of lead for the making of an 
anti-knock fuel, as there is in the handling of lead for any pur- 
pose, even that of painting the woodshed with white lead. Nev- 
ertheless, recommendations were made to the state health offi- 
eers for the regulation of filling stations and garages, even to 
the prescribing of specifications for the building of such places 
so as to assure plenty of ventilation. That is the sort of a 
background the Commission may find in the course of its inves- 
tigation—that is, a background of suspicion created by Wash- 
ington making suggestions for the doing of things by local 
authorities and the almost continuous performance of the Sen- 
ate in the matter of gasoline prices, one of which was the 
reception of a report from the late Senator La Follette in the 
spring of 1923, in which it was asserted that, if something was 
not done, the public might expect dollar gasoline. Nothing was 
done—except the discovery of much more crude, not by the 
government—but dollar gasoline did not come. The automobile 
industry is a bit sore on account of the failure of Congress to 
remove the taxes completely. The point is that the two indus- 
tries, with hundreds of thousands of agencies coming into con- 
tact with millions of voters, are suspicious about anything Wash- 
ington suggests. Unless the point is made clear at the start 
that the regulation suggested is only of that part which is now 
running wild because the states cannot deal with it, the Com- 
mission, if it makes proposals that are not well understood by 
the two industries, may find it has an uphill task with a matter 
that, in the opinion of many, should almost be dealt with, as 
a matter of course, because interstate traffic cannot be handled 
by state agencies. 





Reaction to a Belated Discovery.—Now that the general run 
of newspapers has discovered the long existing fact that the 
Commission has no desire to comply with the law requiring it 
to make a permanent plan for the consolidatior of railroads, 
every visit to Wahsington of any of the Van Sweringens or their 
higher employes, L. F. Loree, or any high official of any railroad 
that has been mentioned as likely to be consoliduced with some 
other railroad, is warrant for an outburst of consolidation spec- 
ulation based on assertions that some phase of a consolidation 
was discussed by the visitor. The fact that there were con- 
solidation plans and calls from prominent officials of roads 
involved in plans of that sort was of no importance until after 
the belated discovery was made that the Commission did not 
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want to make a permanent plan for consolidation The number 
of visits has not increased in the last two years In fact, there 
seems to have been a decrease. The number of reports setting 
forth supposed plans for the consolidation of practically all the 
railroads in the country has grown mightily. It is believed, 
as a matter of fact, the number of consolidation calls was much 
greater when those interested were not sure about the feeling 
of the commissioners in respect to a permanent plan than since 
disclosure of the fact that, in its opinion, the making of a plan 
of that sort would not be good policy. 





Multiple-line Haul Arbitraries—Fifteen years ago the Com- 
mission not infrequently made observations to the effect that 
through rates might well be something less than the sum of 
the locals. Now it is not common for the rate body to order in 
a joint rate less than the sum of the locals. Generally, when 
it requires joint rates, it makes provision for the addition of an 
arbitrary for joint line hauls of less than 500 miles. In other 
words, the thought is not so strong now as it was formerly that 
a joint rate should be something less than the locals. It is 
believed that, if every case in which joint rates less than the 
locals were prescribed were analyzed, it would be found that 
there was an element of competition that made it possible for 
the Commission to “get away with” such an order because the 
carriers were not averse to putting their shippers in the way of 
competing with shippers over other routes or from other mar- 
kets of production. How logically minded men could ever reach 
the conclusion that the expense of a joint-line haul was less than 
that of a single-line bit of business is one of the mysteries. 
Joint rates for long hauls by each party to the rate are under- 
standable. In such cases, the amount of the transfer cost, in 
comparison with the amount of money received for the long 
haul, is small. Joint rates over routes where the interchange 
can be made by the use of idle yard and engine crews are also 
understandable. Such joint rates cause practically no increase 
in the cost of doing business. Such rates fall into the same 
category of switching charges of $2 a car. At points where 
the yard force was not continuously employed such a charge 
brought in revenue without any appreciable addition to expense. 
Interchange or switching at points where the absolutely neces- 
sary force is not always fully employed warrant joint rates 
a little less than the sum of the locals and switching for merely 
nominal sums per car. However, rates based on such consid- 
erations, it is believed, would not stand up, not because the 
prejudice they would create would be undue, but because it 
would be almost impossible to convince commissions that con- 
ditions in one yard differed so greatly from conditions in others 
as to warrant different rates. The demand for uniformity, it 
is believed, would not permit a railroad to set up a claim that 
it could make joint rates via one junction and not via another, 
or allow a $2 a car switching charge at one point and not at 
another. An effort by a railroad to regulate its charges on such 
a logical basis, it is believed, would precipitate rate competition 
nearly akin to one of the old rate wars, especially if the railroad 
reserved the right, when its facilities became fully employed, to 
bring the charges up to a higher level. , 





Amherst Honors Eastman.—Amherst, at this year’s gradua- 
tion, made Chairman Eastman an honorary doctor of laws. In 
announcing the conferring of the degree to the state commis- 
sions, John E. Benton said the president of Amherst had made 
a moderate statement of Mr. Eastman’s merits when he used 
the academic accolade. In that characterization, it is believed, 
even those who cannot accept some of the ideas held by the 
chairman concur. In bestowing the mark of appreciation of Mr. 
Eastman’s work, the college president said: 


JOSEPH BARTLETT EASTMAN, graduate of Amherst College 
in the class of 1904; interested from undergraduate days in civic 
life and social service; fellow at the South End House, Boston, 
for two years; trusted and beloved disciple of our lamented Rob- 
ert A. Woods; secretary of the Public Franchise League; counsel 
for railroad employes in wage arbitration cases; for four years 
member of the Massachusetts Public Service Commission under 
appointments by Governors Walsh and McCall: member of the 
Interstate Commerce Commission since 1919 and now its chair- 
man; enjoying the full confidence of Presidents of opposite po- 
litical faith; open minded; courageous; following your convictions 
wherever they may lead; administering a great trust with the 
knowledge of an expert and the fidelity and wisdom of single 
hearted devotion to the best interests of the nation; a man whose 
life work now for more than a score of years has exemplified 
one consistent plan of public service; by the authority vested in 
me by the board of trustees of Amherst College I confer upon you 
the honorary degree of Doctor of Laws. 





Statesmen Talk Much But Know Little?—A thought that 
possibly those coming under the elastic and uncertain classifi- 
cation of statesmen talk much but know little has been caused 
by a little announcement by the Weather Bureau of the United 
States Department of Agriculture. In a calm and inoffensive 
way the bureau has taken to task talkers in Congress and the 
writers of diplomatic correspondence between the United States 
and Canada, on the subject of the persistent lowering in recent 
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years of the water levels in the Great Lakes. One of the ideas 
most persistently put forth has been that the use of water by 
the Chicago Drainage Canal caused the lowering of the levels. 
Congress has investigated the subject. Now comes along the 
Weather Buréau to tell the talkers that the levels are low be- 
cause the rains, since 1917, have been much lighter than usual. 
The bureau has made a compilation of the records of rain and 
snow fall in the last fifty years. That compilation not only 
shows the fact before set forth—namely, that, since 1917, the 
rains have been relatively light, but also that the idea that 
the cutting of forests and the draining of swamps affects the 
rainfall is not sustained by the facts shown in that compilation 
of half a century. The fifty-year period studied ended with 1924. 
The meat of the bureau’s discovery is: 


Broadly speaking, this study shows that the removal of the 
forest, the drainage of swamps, and the cultivation of the soil 
have had no measurable effect upon the precipitation and conse- 
quently upon lake levels. There have been, however, pronounced 
variations in respect to rainfall during individual years; for ex- 
ample, heavy rains during the ten years from 1875-1884 reflected 
in high water in Superior in 1876 and in Huron and Michigan in 
1885-1886. Moderate, but diminished, precipitation from 1885 to 
1916 is shown in lower lake levels; and finally, there have been 
nine years of rains much lighter than usual, from 1917 to date, 
seen in the result of very decided lowering of the water levels 
of the lakes. Past records of rainfall indicate that after a pro- 
longed period of deficient rainfall normal rains or rain in excess 
of normal may be expected to prevail.—A. E. H. 


MOTOR VEHICLE TRANSPORTATION 
Editor The Traffic World: 

I have read your editorial in the June 26 issue, entitled 
“Intercoastal and Motor Vehicle Regulation,” with a great deal 
of interest and, as you have invited comments, wish to com- 
mend viewpoint on motor vehicle regulation reading as follows: 


But we need now not only a uniform method of procedure 
by the states but a national policy in regulation of these carriers. 


It is hoped that, out of the hearings by the I. C. C., there 
may be suggested a uniform policy for the states, as well as 
national legislation for, at least from the standpoint of the oper- 
ator of motor vehicle in inter-state commerce, lack of uniformity 
has been somewhat of a burden. As a matter of fact, this lack 
of uniformity has, no doubt, been greatly responsible for develop- 
ing the demand for federal regulation. 

Am glad that your publication is urging uniformity in state 
regulation and hope that you will continue in the future to 
make it one of the predominating issues with respect to motor 
vehicle regulation. Henry Reimers, Executive Secretary, 


National Furniture Warehousemen’s Association. 
Chicago, June 28, 1926. 


TRAFFIC EDUCATION 


Editor The Traffic World: 


I have read with great interest the letter of Asa S. Colton, 
lecturer on transportation at New York University, in the June 
19 issue of The Traffic World. 

To probably an unknown number the problem of technical 
education in traffic seems a problem that cannot be solved, due 
to the magnitude of such a project. However, as one who hasn’t 
had a great deal of experience in the traffic world, I would say 
it is about time someone was waking to the fact that the traffic 
field progresses much the same as any other field of business 
endeavor. To win this battle we must co-operate—the executives 
and the traffic men. It is up to these men to offer opportunities 
to young men who possess executive ability. Co-operation, I be- 
lieve, is the keynote to be sounded. 

I find, in trying to enter the traffic field, the war cry to be 
“How much experience have you had?” Do men forget they, 
at one time, did not possess experience? How did they get it? 
Worked for it, surely, but yet, when a fellow wants to work 
his way up the ladder, why put the stumbling block, experience, 
in his way? Let some of the traffic men answer these questions 
—what do they think if they were again placed in the position 
of just starting? Simple questions, yes, but try to give them 
a fair answer. 

Possibly, some think I see this in a narrow light, but I find 
it is true in many other large cities. I say give the young men 
a chance. If they fail, let them go into another line; if they 
succeed, back them up, educate them, and then give them a 


mighty push. Thomas F. Wells. 
Kansas City, Kan., June 24, 1926. 








LUMBER SHIPMENTS 


The lumber industry of the nation continues active, accord- 
ing to the National Lumber Manufacturers’ Association’s tele- 
graphic reports July 1, of the status of the industry for the week 
ended June 26, from 394 of the larger softwood, and 150 of the 
chief hardwood, mills of the country. Reports from the 378 
comparably reporting softwood mills, distributed over all the 
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great lumbering regions of the United States, indicate that the 
lumber industry is in a stabilized condition at somewhat above 
the normal plane. Allowing for a smaller number of reporting 
mills, the volume of business is apparently still slightly above 
that reported for the week earlier; considerable increase in 
shipments, and a nominal decrease in production were noted. 
Making allowance for seven more mills reporting this year, in 
comparison with reports for the corresponding week of 1925, 
big increases in all three factors are noted. The hardwood op- 
erations show some decrease in production, a slight increase 
in shipments, and an exceptionally large increase in new busi- 
ness, when compared with reports from 149 mills the previous 
week. 

The following table compares the national softwood lumber 
movement, as reflected by the reporting mills of eight regional 
associations, for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1925 1926 (Revised) 
et 8 371 383 
Production .......... 275,361,737 253,593,128 279,579,769 
SRIGMOES oii coc ci5 ss 271,393,803 252,607,439 260,831,546 
Orders (New Bus.)... 271,397,727 245,654,953 270,497,642 


The following revised figures compare the softwood lumber 
movement of the same eight regional associations for the first 
twenty-five weeks of 1926 with the same period of 1925: 


Production Shipment Orders 
Sa ee 6,655,579,443 6,798,781,594 6,770,136,265 
DEE  papkseteewat eaves 6,342,078,717 6,392,206,911 6,198,277,249 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended June 26 totaled 20,141 cars, as compared with 17,400 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. 
Southern potato shipments were 50 per cent more than for the 
same period last year. Tomato shipments were twice as heavy 
as late in June, 1925. California pear shipments increased to 
approximately 300 cars. The bureau said a “startling event” 
of the week was the exceptionally early decrease in the can- 
taloupe movement, particularly from Imperial Valley. Ship- 
ments were reported as follows: 


Apples, 220 cars; asparagus, 31 cars; cabbage, 489 cars; canta- 
loupes, 1,068 cars; celery, 100 cars; cherries, 306 cars; cucumbers, 490 
cars; eggplant, 4 cars; grapefruit, 39 cars; imports, 27 cars; grapes, 
44 cars; green peas, 14 cars; lemons, 380 cars; lettuce, 218 cars; mis- 
cellaneous melons, 383 cars; mixed citrus fruit, 44 cars; mixed decidu- 
ous fruit, 181 cars; mixed vegetables, 633 cars; imports, 1 car; onions, 
225 cars; oranges, 788 cars; peaches, 559 cars; pears, 296 cars; pep- 
pers, 101 cars; imports, 3 cars; plums and prunes, 399 cars; straw- 
berries, 150 cars; string beans, 373 cars; sweet potatoes, 14 cars; 
tomatoes, 2,052 cars; watermelons, 4,158 cars; potatoes, 1926 crop, 
5,978 cars; potatoes, 1925 crop, 404 cars; imports, 12 cars. 





COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended June 19 is estimated 
at 9,504,000 net tons by the Bureau of Mines of the Department 
of Commerce. This is a decrease of 120,000 tons as compared 
with the preceding week. Production of anthracite decreased 
slightly the week ended June 19. The total output is estimated 
at 2,032,000 net tons, approximately 51,000 tons less than in the 
preceding week. 

Carloads of coal which originated on the principal coal- 
carrying roads the week ended June 19 were reported as follows: 
Bituminous, 165,453; anthracite, 39,889. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended June 19 totaled 557,492 net tons, of which 
183,603 tons were for New England delivery. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended June 20 totaled 1,060,968 net tons. Anthracite 
shipped from Lake Erie ports the week ended June 20 totaled 
133,86% net tons. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as 
of June 1 was 68.8, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
60.5; refrigerator, 80.5; coal and coke, 73.6; stock, 89.1; flat, 75; 
tanks and others, 93.8. By districts the percentages for all 
classes of equipment were as follows: Eastern, 58.7; Allegheny, 
75.5; Pocahontas, 59; Southern, 66.3; Western, 74.2. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, Class I roads, as of June 1, showed the 
following: Eastern district, 99.5 as compared with 99.1 a year 
ago; Allegheny, 103 as compared with 103.8 a year ago; Poca- 
hontas, 73.9 as compared with 79.1 a year ago; Southern, 98.4 
as compared with 95.7 a year ago;.Western, 97 as compared 
with 98.5 a year ago; all districts, 98 as compared with 98.5 a 


year ago; Canadian roads, 95.6 as compared with 94.2 a year 
ago. 
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The original report in the Indiana case condemned the rates 
to Indiana on oil from the mid-continent field to Indiana and 
gave temporary relief by dividing Indiana into two groups and 
prescribing rates on gasoline and fuel oil to each group. The 
western group was that part of the state west of a line follow- 
ing the Pennsylvania railroad through Crown Point and Logans- 
port to Anderson and thence via the Big Four to Louisville. 
The part of the state east of that line was the other group. 
Rates of 42 cents on gasoline and 35.5 cents on fuel oil were 
prescribed for the western group and 45 and 39 cents for the 
eastern group. 

Indiana immediately complained that a large part of the 
state should have rates no higher than to Chicago. In this 
supplemental report, on further consideration, the Commission 
substantially agreeed with the complaining body. It divided 
the state into five groups and gave one of them the same rate 
as Chicago. 

This is the case in which the question of the hump in rates 
along the Illinois-Indiana line was dealt with, temporarily, by 
moving the hump, as critics of the decision observed, over nearer 
the Ohio-Indiana line. 


In this supplemental report, whatever 


to the Missouri Pacific. It desired to meet the competition via 
the routes through Arkansas and ultimately via the routes through 
Texas, taking time, however, to iron out fourth section diffi- 
culties arising in connection with routes through Texas before 
bringing down the rates via such routes. 

Upon protest of the Texas Industrial Traffic League, the 
schedules were suspended. On behalf of Texas millers it said 
that they had business in western Louisiana which would be 
adversely affected by the maintenance of higher rates over the 
routes through Texas than over the routes through Arkansas. 

Protestants, the Commission said, did not question the rea- 
sonableness of the proposed rates, their interest being wholly 
in the proposed route restriction. They asserted the restriction 
would be unduly prejudicial to Texas millers buying grain in 
the markets of origin and proposing to sell in the markets of 
destination involved in the case. The establishment of the pre- 
posed rates over routes through Arkansas would not involve 
fourth section departures. Transit, the Commission said, was 
allowed in connection with routes through both Texas and 
Arkansas. 


The Commission said it dealt with the question of restricted 
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routing in Grain and Grain Products from Western States, 104 
I. C. GC. 272. In that case it found that the Missouri Pacific had 
justified the adjustment of rates to western Louisiana, but that 
the Frisco, M-K-T and Rock Island had not, because they pro- 
posed to restrict the reduced rates to routes other than those 
through Texas. It said the three mentioned had routes through 
Texas as short as or shorter than the routes operated by them 
through Arkansas over which they proposed to apply the re- 
duced rates. The Commission said there was no evidence, in 
the present record, which would warrant a different conclusion. 


DEMING LOOP RETAINED 


The Commission, by division 3, in I. and S. No. 2607, Grain 
and Related Articles from Defined Territories to Texas, mimeo- 
graphed, has found not justified, the proposed restriction, to 
transcontinental routing, of the application of the transconti- 
nental, Deming, N. M., rates, as maxima, on grain and related 
articles, from lettered territories, in Missouri, Kansas, Nebraska, 
Colorado and other states, to all destinations in Texas. It has 
ordered the suspended schedules canceled and discontinued the 
proceeding. 

That finding was made notwithstanding, as the Commission 
said, on the face of it, the proposal seemed reasonable. At one 
point it said there was no question but that the proposal put 
forward was a step in the right direction. One of the reasons 
for the finding of non-justification was the long continuance of 
the practice sought to be abolished. Another was that the Com- 
mission has the subject of out-of-line transportation in this gen- 
eral territory under consideration in Transit at Kansas City, 
101 L. C. C. 696, reopened, and No. 17159, Southern Kansas Grain 
and Grain Products Association vs. Chicago, Rock Island & Pa- 
cific. The Commission, in the report in the instant case, said 
that upon a more comprehensive record it might be in a better 
position to pass upon the propriety of the out-of-line transporta- 
tion in this general territory. 

Leaving the tariff situation untouched makes it possible to 
start grain from Crowley, Colo:, send it to Kansas City and then 
to Deming, N. M., a distance of 1,650 miles in comparison with 
a distance of 709 miles from Crowley to Deming over the direct 
route via Pueblo, Colo., at the same rate. Under the tariffs as 
they are now it is possible to send grain from Colorado (group J) 
to El Paso for transit purposes and then forward it to destina- 
tions east of El Paso, on the basis of the Deming rate as maxi- 
mum, on the theory that the places east of El Paso are inter- 


mediate, although the haul from El Paso is in the opposite 
direction. 


Lack of restrictions in the routing of traffic under trans- 
continental and southwestern lines’ tariffs brought about the 
situation, the changing of which was proposed in the schedules 
under suspension. The burden of justifying the limitations on 
westbound transcontinental rates, carried in Countiss’ I. C. C. 
1114, was assumed by the Frisco, the Missouri Pacific and the 
Santa Fe. They proposed to amend the maximum application 
of transcontinental rates by inserting in the alternative appli- 
cation item of the southwestern lines’ tariffs the words “subject 
to the application and routing provided therein.” The effect of 
that would be to confine the routing of the traffic to the limits 
set by the transcontinental tariffs, and that would make impos- 
sible its routing from Colorado, and western Kansas and Ne- 
braska via the Missouri River gateways to Texas. In disposing 
of the case, the Commission said: 


There is no question but that the proposal put forward by re- 
spondents is a step in the right direction. In Grain to Pacific Coast, 
98 I. C. C. 158, division 3, in dealing with grain from this origin ter- 
ritory to the Pacific Coast found that, although a commercial neces- 
sity existed for the movement of grain from group G to the Mis- 
souri River cities before shipment to California, the carriers should 
be permitted to establish a reasonable charge for that out-of-line 
service. In Transit at Kansas City, 101 I. C. C. 696, division 3 found 
not justified certain schedules filed by the Atchison, Topeka & Santa 
Fe, proposing to waive out-of-line charges on n from stations 
on that carrier’s line in western Kansas and in Colorado which, after 
receiving transit at Kansas City, is reforwared thence to interior 
Texas and Louisiana or to Gulf ports. The latter case, together with 
No. 17159, Southern Kansas Grain and Grain Products Asso. vs. Chi- 
cago k Island & Pacific Ry. Co., has been reopened for further 
hearing and upon a more comprehensive record we may be in better 
position to pass upon the propriety of out-of-line transportation in 
this general territory. ; 

Respondents have merely referred to the inconsistent routing 
provisions, their history and results, and some of the out-of-line 
hauls which are or may be made under the present tariffs. Just as 
in Grain and Grain Products to Texas, 89 I. C. C. 141, they have not 
seriously attempted to angus | the reasonableness of the resulting 
rates. It must be borne in mind in this connection that the Deming 
rate, as such, is not of importance. Little, if any, grain moves 
to that destination in carloads. Reference to the Deming rate is 
merely a convenient means of making tariff reference to a blanket 
rate which, with a few minor exceptions, applies to all destinations 
west of Deming as far as northern California. In comparing dis- 
tances, whether as bearing on rates or routes, the average distances 
would be far more significant. Protestants contend, with con- 
siderable force, that the hauls from this origin territory through 
Missouri River gateways are for the most part considerably shorter 
than the hauls to many destinations included within the trans- 
continental rate blanket. For example, the present rates from Hast- 





ings, Neb., to El Paso via St. Joseph, Mo., 1197 miles, are 75 cents 
on wheat, 68 cents on flour and 61 cents on corn. These rates also 
apply to destinations in Arizona and California ranging in distance 
from 1626 to 2986 miles over various routes. If the proposed sched- 
ules were permitted to become effective the rates via St. Joseph 
would be increased to 83.5, 75, and 67.5 cents, respectively. Although 
it is true, as respondents urge, that the lower rates would continue 
to apply through interior junctions, the fact remains that applica- 
tion of the Deming rate over the route through St. Jaseph does not 
result in a haul which is unduly long as compared with that to many 
destinations now subject to the same rate. Moreover El Paso is in 
the extreme western edge of Texas. 


Carriers should be permitted, even encouraged, to eliminate waste- 
ful transportation but in seeking to disrupt a rate adjustment of 
long standing they must show that the resulting rates will be rea- 
sonable, and will not result in other violations of the act. Respond- 
ents have failed to sustain this burden. 

Upon this record we find that the suspended schedules have 
not been justified. An order will be entered requiring their cancella- 
tion and discontinuing this proceeding. 


GRAIN INCREASES UNJUSTIFIED 


A finding of non-justification has been made by the Commis- 
sion, by division 3, in I. and S. No. 2603, Grain and Its Products, 
Western Trunk Line Points to Arkansas, mimeographed, as to 
proposed increased rates on grain and its products, from Omaha 
and South Omaha, Neb., Council Bluffs and Des Moines, Ia., 
when from beyond, and from stations on the Illinois Central to 
destinations on the former Jonesboro, Lake City & Eastern, now 
a part of the St. Louis-San Francisco system, and the cancella- 
tion of transit, at Cairo, now in effect at that point, on traffic 
from points on the Illinois Central. Upon protest of the Board 
of Trade of Cairo and the Des Moines Board of Trade the sched 
ules were suspended. 

The former Jonesboro, Lake City & Eastern, a road about 64 
miles long, connects with the Frisco at Jonesboro, Nettleton, 
Leachfield and Blytheville, points in northeastern Arkansas. A 
branch of the formerly independent road also connects with the 
Frisco at Wilson, Ark. The other connections of the absorbed 
road are the Cotton Belt at Jonesboro and Blytheville and the 
Missouri Pacific at Nettleton. 

Present through portional rates from Omaha, which are 
regarded as typical, to points on the absorbed road are 28.5 
cents on wheat and 26.5 cents on coarse grains. Those rates are 
also applicable over the Illinois Central to Gale, Ill., Cotton Belt 
to Jonesboro and the Jonesboro, Lake City & Eastern. Cancel- 
lation of these rates, as proposed, would bring into play, as the 
lowest combination, rates of 31.5 cents on wheat and 28 cents 
on coarse grains, except to Blytheville and Wilson. Those 
points are on the Frisco’s main line from St. Louis to Memphis. 
To them the lowest combinations would be 25 and 23.5 cents re- 
spectively. Those combinations, however, the report said, were 
applicable only over the Frisco from St. Louis. The combina- 
tions of 28.5 and 26.5 cents, it said, applied via Kansas City over 
the Frisco but that no proposal was made to cancel them. 


According to the report, the Frisco undertook to justify the 
proposals. In behalf of the railroads it showed that the rates 
via the Mississippi crossings to points in Arkansas on the Frisco, 
except to points on the Jonesboro road, were generally on the 
St. Louis or East St. Louis combination and that the purpose of 
the proposed cancellations was to put all points on the Frisco in 
Krkansas on the same basis. It further showed that transit at 
Cairo was not permitted on shipments to any destinations on the 
Frisco; and that at present rates were maintained over the 
Frisco to destinations intermediate to Jonesboro, Lake City & 


Eastern stations higher than the through rates marked for 
cancellation. 


In behalf of the proposal it was contended that the cancella- 
tion of the proportionals and the transit privilege would remove 
existing violations of the second, third and fourth sections. In 
addition it was contended that the delivering carrier was en- 
titled to adjust its rates so as to receive the benefit of the long 
hauls from St. Louis and Kansas City. They said that the 
Jonesboro, Lake City & Eastern, now that it had become a part 
of the Frisco, also desired to conform to the general level of 
rates and to obtain for itself the long hauls. 

The Cairo Board of Trade said it was not interested in the 
proposed cancellation of the proportional rates from Omaha but 
only in the rates from local points on the Illinois Central and 
that unless the rates via Cairo were equalized with those from 
Omaha, Cairo could not compete with Omaha in the Arkansas 
market, Omaha being the key to the Arkansas trade. It said the 
cancellation would put Cairo at a disadvantage of from 2.5 to 4 
cents in comparison with Omaha, on coarse grain originating 
beyond and give St. Louis an advantage ranging from one cent 
to 2.5 cents on coarse grain originating at Illinois points. Des 
Moines contended that the proposed cancellation would make it 
impossible for Des Moines to compete with Omaha in the coarse 
grain trade. ; 

In disposing of the case the Commission quoted what it had 
said in Des Moines Board of Trade vs. D. M. & C. I. R. R., 102, 
186, in which it dealt with competition between Des Moines and 
Omaha, and Grain Products to Arkansas Points, 104 I. C. C. 742, 
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in which it said that to urge that rates were generally on a com- 
pination basis was not sufficient to justify what was being done. 


OVERCHARGE REPARATION 


A finding of straight overcharge and an award of reparation 
have been made in No. 17438, Brooks-Scanlon Corporation et al. 
vs. Atlantic Coast Line et al., mimeographed, as to the charges 
on five carloads of heavy machinery, which moved in 1923 and 
1925, from Duluth, Minn., to Scanlon, Fla. The Commission, by 
division 4, found the complainant was entitled to a straight car 
charge of $52 for the movement beyond Jacksonville. The 
question was one of tariff construction. 


EXCESSIVE LUMBER CHARGE 


The Commission, by division 4, in No. 17162, John B. Ran- 
som & Co. vs. Louisville & Nashville et al., mimeographed, found 
the rate charged on a carload of lumber, shipped from Nashville, 
Tenn., to Montreal, Que., in September, 1924, was in excess of 
the applicable one and awarded reparation. It found that the 
applicable rate was 49.5 cents. A rate of 52 cents was charged. 


RATES FOUND INAPPLICABLE 


The Commission, by division 4, in No. 17152, J. F. Irvin et 
al. vs. Pennsylvania et al., mimeographed, has found the rates 
charged on a carload of lumber and paving block from East End 
and Buick, Mo., to Toledo and Indianapolis, inapplicable and 
awarded reparation. It found that the aggregate rates applicable 
were 41 cents to Toledo and 36.5 cents to Indianapolis and that 
the shipments were overcharged. 


CLAIM FOUND BARRED 


The Commission, by division 4, has dismissed No. 17015, 
J. A. Dillon vs. Cleveland, Cincinnati, Chicago & St. Louis et al., 
mimeographed, finding that the complaint alleging overcharge 
on a carload of gasoline from Cushing, Okla., to Hudson, Mich., 
in September, 1920, was barred by the statute of limitations. 
The complainant, the Commission said, did not avail itself of its 
right under the Commission’s rules, to resubmit its claim on the 
informal docket or to file a formal complaint within six months 
after notification that its first informal complaint could not be 
disposed of informally. The Commission said the claim was 
barred prior to June 7, 1924, and was not revived by the amend- 
ment to the sixteenth section of that date. 


WRAPPING PAPER RATE 


The Commission has put out a corrected report in No. 16609, 
Memphis Freight Bureau vs. Chesapeake & Ohio et al., mime- 
ographed. In the corrected report, division 4 has found the 
complaint against the rate charged on a carload of wrapping 
paper from Piercefield, N. Y., to Memphis, Tenn., barred by the 
statute of limitations and dismissed it. The Commission said 
that the claim was barred prior to June 7, 1924, and was not re- 
vived by the legislation on that date. 


WIRE FENCING REPARATION 


The Commission, by division 4, in No. 16692, Sheffield Com- 
pany vs. Birmingham Southern et al., mimeographed, has found 
the rates on woven wire fencing, carloads, from Fairfield, Ala., 
to Americus, Ga., unreasonable to the extent they exceeded 36.5 
cents prior to and 33 cents after July 1, 1922, and awarded 
reparation, amounting to $1,066, on shipments made between Au- 
gust 12, 1921, and December 5, 1922. The complaint allaged the 
rates were unreasonable, unduly preferential of wholesalers at 
Macon and Atlanta, Ga., and in violation of the fourth section. 

Prior to December, 1922, the rates were sixth class, making 
47 cents to Americus. When they were reduced to the special 
iron basis, December 15, 1922, the rate to Americus became 33 
cents. Under the revision now being made the proposal is to 
make the rate to Americus 31 cents. The Commission said the 
fourth section departures were protected by appropriate appli- 
cations and that the allegation of undue prejudice was not 
sustained. 


REDUCTIONS JUSTIFIED 

The Commission, by division 3, in I. and S. No. 2609, Sewer 
Pipe and Related Articles, Iowa to Western Trunk Line Points, 
mimeographed, has found justified proposed reduced rates on 
sewer pipe, wall coping and flue lining, from Fort Dodge and 
other producing points in Iowa to destinations in Illinois, Wis- 
consin and Minnesota. It has vacated its suspension order and 
discontinued the proceeding. The suspended schedules were 
filed to become effective last February and March. Manufac- 
turers of sewer pipe at Brazil and Mecca, Ind., caused the sched- 
ules to be suspended. 

The reductions proposed were formulated to enable the Iowa 
manufacturers to compete in the market territory described, in 
competition with manufacturers at St. Louis, in Illinois north of 
St. Louis and Red Wing, Minn. Present rates are class-E. The 
proposed ‘rates are commodity rates less than the class rates. 
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Indiana protestants, the Commission said, based their case 
upon rate comparisons that were rendered not pertinent by the 
revision of the rates from their points in accordance with the 
decision in Chicago Fire Brick Company vs. A. & W., 107 I. C. C. 
399. In that case the Commission found the rates from Brazil 
and Mecca to destinations in Illinois, Wisconsin and Minnesota 
unreasonable and unduly prejudicial to the extent they exceeded 
or might exceed the contemporaneously applicable rates for like 
distances from St. Louis. The rates in accordance with that 
decision had not been established when the schedules under 
suspension were filed. Since the hearing, the Commission said, 
they had been made effective. That action, it added, had re- 
sulted in substantial reductions in the rates from Brazil and 
Mecca and had given the Indiana manufacturers an advantage 
over the Iowa producers. It said the proposed rates were on a 
higher level than those from Mecca and Brazil. 

As part of the revision downward the minimum was in- 
creased from 26,000 pounds to 30,000. 


MID-CONTINENT OIL RATES, 1925 


In a report on Mid-continent Oil Rates, 1925, the generic 
name for No. 15584, Sinclair Refining Co. et al. vs. Ahnapee & 
Western et al., and related cases, opinion No. 11329, 112 I. C. C. 
421-80, written by Commissioner Cox, the Commission directed, 
but did not order, a revision of rates on petroleum and its prod- 
ucts, from refinery points in Kansas, Missouri, Oklahoma, Ar- 
kansas, Louisiana and Texas to destinations in Western Trunk 
Line territory, Illinois, Indiana and the northern peninsula of 
Michigan. The carriers are to make the revision within 120 
days from the service of the report, or within such further 
reasonable time as they may represent to be necessary, failing 
which the Commission will consider the entry of such order or 
orders as the circumstances may require. 

Affirmative features of the report appear to be a permission 
to the carriers to increase the rate from group 3, in Oklahoma, 
to Chicago, from 36 to 39 cents, a change in the method of mak- 
ing rates on fuel and other low grade oils from the basis of 
definite cents per 100 pounds under the refined oil rates to the 
basis of having rates on the low grade products not in excess 
of 80 per cent of the rates on the refined, the disapproval of 
proposed changes in the groups of origin and the prescription 
of rates from group 3 to representative destinations and the 
prescription of differentials over and under the rates from 
group 3. The rates and differentials are carried in appendix 5, 
which is as follows: 


RATES OR BASES OF RATES FOUND REASONABLE ON GASO- 
LINE AND OTHER REFINED OILS, IN CARLOADS 





— (A) 5 e : ) 
(C) (D) (E) (}) (G (BH) (K) (WL) W) 





To Cts. Cts. Cts. Cts. Cts. Cts. Cts. Cts. Cts. 
Kansas City, Mo.......... 27 ‘ 7 4 B.6. «4502 ccc 7 
Des Moines, Ia............ 33 9 3.5 2.5 4 3 5.5 5.5 
Cedar Rapids, Ia.......... 35.5 8 2.5 2.5.4 3 5.5. 5.5 
Fort Dodge, Iaa........... 36.5 8 2.5 2.5 4 3 6.5 5.5 
Mason City, Ia............ 38 7 2 2.5 4 3 eo Gee BS 
Omaha, “NOB os v0 ciieies ses 33 9 3.5 2.5 4 3 ee en © | 
EANCOM, DUO... o ois 's'bins-0 ines 33 9 3.5 2.5.4 3 tne. Bap 10am 
SOW NGG, Tie 6:6 bs. 66 ves 36 8 2.5 2.5 4 3 ose. Schy BS 
Sioux Falls, S. D......... 40 7 2 2.5 4 3 -- 6.5 5.5 
ee a OE 32 7 2 2.5 4 0 1.5 3 4.5 
pe a) ee ee 33.5 7 2 2.5 4 0 ee 4.5 
Wawa Tas is ca. seek 38 7 2 2.5 4 EBsicss) © 5 
Peoria, 7 2 2.5 4 0 1.5.3 4.5 
Chicago, Ill. 7 2 2.5 4 0 1.5 3 4.5 
Milwaukee, 7 2 2.5 4 0 ae 4.5 
Wausau, Wis. 7 2 2.5 4 1.5 4 5 
St. Paul, Minn 7 2 2.5 4 3 5.5 5.5 
Duluth; Minne 00% ewes ss 47 Z 2 2.5 4 3 5.5 5.5 





A—Differentials under Group 3. B—Differentials over Group 3. 
C—Rate from Group 3. D—From Group 1. E—From Group 2. F— 
From north Texas group. G—From Ranger group. H—From Shreve- 
port-El Dorado Group; where zero is shown the rates shall be the 
same as Group 3. K—From New Orleans. From south Texas 
group. N—From San Antonio; the bases prescribed from San An- 
tonio shall also apply from Somerset and Luling, Tex. 


Specifically the Commission disapproved both carrier and 
complainant proposals embodying changes in the oil-rate groups 
of: the mid-continent field in Kansas, Missouri, Oklahoma, Ar- 
kansas, Louisiana and Texas on traffic to and beyond Kansas 
City and St. Louis. It held open, for further consideration, the 
question of rates to northern Nebraska, the Dakotas and north- 
ern Minnesota. : 

The report covers, in addition to the title complaint, No. 
15585, Miller Petroleum Co. et al. vs. Atchison, Topeka & Santa 
Fe et al.; No. 16065, Barnsdall Refining Co. et al. vs. Louisiana 
& Arkansas et al.; and No. 16066, North Texas Traffic Bureau 
vs. Same. 

As to the comprehensive character of the cases brought to- 
gether under the general title of Mid-continent Oil Rates, 1925, 
some inference, it is believed, may be drawn from the fact that 
it took nearly two pages of the Commission’s report to carry the 
names of the attorneys and the interests they represented. 
Technically stated, the complaints brought into issue, from the 
point of view of the refiners, the quality of the rates and rela- 
























16 _ THE TRAFFIC WORLD 


tionships of the rates under the first, second and third sections 
on all the products of petroleum, directly, and those on crude, 
incidentally, because crude is carried on the rates accorded to 
fuel oil and other low grade products, its content of the higher 
fractions making it able to bear as high a rate as the low 
grade products. 

As viewed by Commissioner Cox, the primary issue was that 
of proper origin relationships, although the questions of the 
reasonableness. of the rates to particular destinations and of 


relationships of destination points were also within the scope 
of the complaints. 


Relationship questions brought in the matter of the proper 
origin groups, of which there are now three numbered groups 
and others designated by names. The railroads proposed four- 
teen groups, injecting a fractionally numbered group, No. 2.5, 
so as to preserve the hearts of the present Nos. 2 and 3, 
particularly the latter, which is also known as the Tulsa group, 
the one in which the prices of petroleum products are made 
because it contains the largest number of refineries of the most 
diverse ownership. Prices, generally, are made on the Tulsa- 
plus basis, although the basis, according to the report, is not 
maintained when the market is not normal. 

Change in the basis of making rates on fuel oil and other 
low grade products, proposed by the railroads and allowed by 
the Commission, was in opposition to the desires of users of 
fuel oil. They contended, particularly a manufacturer of clay 
products, that there was no relation between gasoline and fuel 
oil; that his competition was with manufacturers using coal. 
The carriers objected to the fixed differential on the ground 
that it disregarded the volume of the gasoline rate and that 
where the rates on gasoline were low, for short hauls, it resulted 
in rates on fuel oil which were too low for the service performed. 
The report brought out the fact that some manufacturers were 
equipped to use either coal or oil and that they switched from 
one to the other, according to the fuel prices. 


In the course of the report, which, historically, started from 
Mid-continent Oil Rates, 36 I. C. C. 109, decided in 1915, the 
Commission expressed views on various phases, each of which 
is expected to guide the carriers in carrying out the revision 
to be made in accordance with the following conclusions: 


We find that the rates assailed on gasoline and other so-called 
refined oils now taking the same rates, in carloads, are as a whole 
not in excess of reasonable maximum rates, but that said rates 
are unduly prejudicial or preferential as between the various origin 
group and also as between the various destination points. W fur- 
ther find that the rates or bases of rates set forth in Appendix 5 
hereto will be for the future, just, reasonable, and nonprejudicial 
for application on gasoline and other so-called refined oils now 
taking the same rates, in carloads, from and to the groups or points 
there shown. The rates or bases of rates found reasonable are to 
representative destinations. Defendants should adjust the rates to 
other destinations in proper relationship thereto. 


We further find that the rates on the same commodities, in car- 
loads, from points in Group 2 to: St. Joseph, Mo., are, and for the 
future will be, unreasonable and unduly prejudicial to the extent 
that they exceed, or may exceed, the rates contemporaneously main- 
tained from the same points of origin to Kansas City, Mo. 

We further find that the rates in issue on fuel oil and other 
low-grade petroleum products, in carloads, are, and for the future 
will be, unreasonable to the extent that they exceed, or may exceed, 
80 per cent of the contemporaneous rates on gasolin*. in carloads, 
between the same points, fractions of a cent to be resolved to the 
nearest half cent. 

These findings are not to be understood as authorizing any in- 
creases in the rates from Group 3 to points in North Dakota and 
South Dakota, in Minnesota beyond St. Paul, and in the northern 
peninsula of Michigan to which the rates from Groups 2 and 3 are 
snow the same, in establishing differentials of Group 1 and 2 under 


Group 3. 

The reasonable basis of rates prescribed on fuel oil is a maximum 
only. It is recognized that conditions may exist or arise which 
will warrant lower rates in some instances. Also, this prescription 
of a maximum reasonable general basis of rates does not carry with 
it approval as inherently or relatively lawful of any rate between 
any particular points which may be increased to or reflect that maxi- 
mum basis. Any such rate will be subjcet to further consideration 
in an appropriate proceeding. 

Defendants will be expected to give effect to our findings within 
120 days from the service of this report, or within such further 
reasonable time as they may represent to be necessary, failing which 
we will consider the entry of such order or orders as the circum- 
stances may require. 


The Commission’s reasons for rejecting all proposals -re- 
specting rearrangement of the groups are as follows: 


Each of the plans for reconstruction of the origin groups and the 
rates therefrom is strongly contested by opposing complainants or 
interveners.: Shipping interests in every group are parties hereto 
by intervention and practically every proposed change allegedly 
would disadvantageosly affect some party and is opposed. The op- 
posing parties have introduced a large amount of evidence, much of 
which is in support of the retention of the present groups, and all of 
which has been carefully considered. 

As has been seen, the territories of origin and destination here 
dealt with are, respectively, important refining and consuming 
areas. Western trunk-line territory is to a large extent dependent 
upon oil produced in the southwest, and in turn the refineries in the 
latter territory are in keen competition for this business. The inter- 
ests of all concerned require that rates be so adjusted that the pro- 
ducing interests throughout this origin territory may within reason- 
able limits have access to this outlet. The business is highly com- 
petitive and the comparatively narrow margin of profit limits the 
amount of rate disadvantage which may be absorbed and still per- 
mit distribution at a profit. There are features of the competitive 
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situation, both from the commercial and the transportation stand- 
points, which are peculiar to the petroleum traffic. All parties to 
these proceedings recognize that reasonable groupings of the origin 
territory are proper, if, indeed, not necessary. There are refineries 
scattered practically throughout the mid-continent field. Scarcely 
an important group change could be made without harmful effects 
upon some shipping point. With a few exceptions, the present 
groupings have been in effect for some time and an important com- 
merce has been built up thereunder. While changes in the groupings 
might result in some technical improvement in the rate adjustment 
there are many factors pointing to the desirability of leaving the 
present groupings unchanged. For example, according to computa- 
tions made by interveners based on the distances to 24 important 
destinations, principally on and west of the Mississippi River, the 
average distances from all Oklahoma points grouped together ex- 
ceed those from the Oklahoma complainants’ proposed northeastern 
Oklahoma group by only 14 to 33 miles. Furthermore, the average 
distances from Group 3 appearing of record in all probability are 
slightly greater than would be represented by a weighted average 
although there are no specific figures of record upon which an exact 
weighted average may be computed. It is, however, clear that, 
speaking generally, the larger and more important refineries in 
Oklahoma are those in the northern and northeastern portion of the 
state. There are many groups on traffic generally or on other par- 


— oe which are equal to or larger than the present 
roup 3. 


It is obvious, therefore, that no important group changes should 
be made unless supported by the strongest reasons requiring the 
removal of unlawful situations. It is unnecessary to cite cases in 
which we have upheld this principle. The group rearrangement 
proposed by the Oklahoma and Texas complainants appears to be 
designed basically to serve the interests of those complainants. Con- 
sideration must be given, however, to the inerests of all of those who 
would be affected. It is apparent that this proposal would not serve 
the best interests of the mid-continent refineries as a whole. The 
defendants’ proposal is subject to somewhat the same comment. 
Their effort has been to regroup and realign the rates in a manner 
which would reflect the transportation element to a somewhat greater 
extent than at present. While * * * we think that some re- 
alignment of the relationships between the origin groups together 
with certain changes in the rates to various destinations should be 
made, and while we recognize the constructive character of the de- 
fendant’s proposals in many respects, we are not prepared to accept 
their proposed changes in groupings. We are of the opinion and 
find that the present groupings have not been shown to be unlawful 
and should not be changed in this proceeding. © . 


MARINE ENGINE RATES 


The Commission, by division 4, has dismissed No. 16639, J. F. 
Duthie & Company et al, vs. Director-General, as agent, and a 
sub-number thereunder, Northwest Bridge & Iron Company vs. 
Chicago & North Western et al., mimeographed, finding the rates 
charged on carload shipments of marine engines and marine 
engine parts from Corliss, Wis., and other eastern points of 
origin to Seattle, Wash., in the period of federal control, not 
illegal as alleged. The sub-number alleging overcharges between 
November 16, 1920, and April 28, 1921, was dismissed on the 
ground that the claim was barred by the statute of limitations. 

Complainant corporations were builders of ships at Seattle, 
Wash., and Portland, Ore. They alleged that the Class A rates 
imposed on the 11 carload shipments of engines and engines 
with power machinery (power pumps) from Corliss, Wis., Cleve- 
land, Hamilton, O., Philadelphia, Pa., and Auburn and Buffalo, 
N. Y., to Seattle, were in excess of the applicable rates. They 
asked for reparation. The sub-number complainant also alleged 
the rates were in excess of the applicable rate, but the Com- 
mission said that claims as to shipments made by the bridge 
and iron company were barred prior to the enactment of the 
amendment to paragraph (3), section 16 of the interstate com- 
merce act, approved June 7, 1924, and were not revived thereby. 

All the machinery shipped was for use in ships that were 
being built for the United States Shipping Board Emergency 
Fleet Corporation. In lieu of the Class-A rates charged, com- 
plainants sought the application of the aggregate of certain inter- 
mediate rates, to be found under a commodity description of ma- 
chinery and machines. That commodity description, however, 
was modified by the words “Machinery (Electrical Iron Working 
[power] mining and smelting, not including oil well or well bor- 
ing machines)” consisting of dynamos, engines, motors, pumps 
and other things used in mining operations. 

The Commission said that the language of the tariffs taken 
in its ordinary meaning plainly evinced the intention to prevent 
the lower rate from applying on straight carloads of the articles 
of the sort shipped and to make the lower rate applicable there- 
to only when articles such as were shipped were included with 
shipments of the electrical, iron working, mining, or smelting 
machinery named in the item of which they formed a part. It 
said, therefore, that the commodity item was therefore inappli- 
cable to the complainants’ shipments. 





LIVE POULTRY REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 16559, Alex Getz et al. vs. Tennessee, 
Kentucky & Northern et al., mimeographed, as to rates on live 
poultry, carloads, from a number of points in Tennessee, mainly 
on the Tennessee Central main line to New York. The Com- 
mission found that overcharges were collected on 22 shipments, 
four were undercharged and an equal number were misrouted. 
About forty cars were covered by the complaint. The Commis- 
sion found that the applicable rates were unreasonable to the 
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extent they exceeded the rates, contemporaneously applicable, 
from all points of origin to Harriman, Tenn., plus 94 cents be- 
yond, and awarded reparation to that basis. The Commission 
said that in preparing Rule V statements complainants should 
take into consideration the outstanding over and undercharges. 


FARGO MOTION DENIED 


The Commission, in No. 13839, Commercial Club of Fargo, 
N. D., vs. Ahnapee & Western et al., has denied the motion of 
the complainant to prescribe the Chicago-Twin Cities class rates 
as the basis for class rates in that case. The Commission as- 
signed no reason for its denial of the motion. The Chicago 
Association of Commerce filed a detailed brief in opposition to 
the motion. 


RATE ON HIGH EXPLOSIVES 


On a finding that a commodity rate of $3 charged on 11 
carloads of high explosives shipped in the period from June 14 
to December 18, 1922, from Heropco and Nitro, Calif., to Tono- 
pah, Nev., was not unjust or unreasonable, the Commission, in 
a mimeographed report by division 4, has dismissed the com- 
plaint in No. 17202, J. W. Stewart & Company vs. Santa Fe 
et al. It was alleged that the rate was unjust and unreasonable 
to the extent that it exceeded the contemporaneous first class 
rate of $2.60. The Commission said complainant’s evidence did 
not justify what in effect would be a reversal of its findings in 
the Goldfield cases, 34 I. C. C. 360. 


COTTON DUCK NOT MISROUTED 


The Commission has dismissed the complaint in No. 17225, 
Armstrong Cork Company vs. San Antonio & Aransas Pass et al. 
(mimeographed), by division 4, on a finding that a less-than- 
carload shipment of cotton duck from Gonzales, Tex., to Lan- 
caster, Pa., shipped December 22, 1922, was not misrouted, as 
alleged. 





CRUSHED STONE RATE 
On a finding that the applicable rate of 8.5 cents, charged 
on crushed stone, carloads, from New Ulm, Minn., to Holstein, 
Ia., was not unreasonable, the Commission, in a mimeographed 
report by division 4, has dismissed the complaint in No. 17033, 
L. G. Everist & Company vs. Chicago & North Western et al. 


RATES ON ZINC ORE 


An order of dismissal has been entered by the Commission 
in No. 16833, Falcon Zinc Company vs. Northeast Oklahoma 
et al. (mimeographed), by division 4, based on a finding that 
rates on zinc ore, carloads, from points in Kansas and Oklahoma 
to Van Buren, Ark., were not unjustly discriminatory and that 
no damage was shown to have resulted from undue prejudice 
shown to have existed. ‘The Commission said no evidence to 
support the allegation of unjust discrimination was introduced 
by complainant and that the undue prejudice complained of had 
been removed. Complainant alleged that the rates were un- 
justly discriminatory and unduly prejudicial to complainant and 
unduly preferential of its competitors operating zinc smelters 
at East St. Louis and other points in Illinois and Indiana. 


POLE RATE CASE DISMISSED 


An order of dismissal has been made in No. 17193, Lindsley 
Brothers Company vs. Great Northern et al., mimeographed, the 
Commission, by division 4, finding the rates charged on one car 
of poles, shipped from Minneapolis, Minn., to Zwingle, Ia., on 
June 25, 1924, originally shipped from Colville, Wash., to Min- 
neapolis, were not unreasonable, unjustly discriminatory or un- 
duly prejudicial, except a local rate of 18.5 cents from Minne- 
apolis to Zwingle. It found that local rate unduly prejudicial 
to the extent it exceeded a rate of 15.5 cents from Minnesota 
Transfer and Cologne, Minn., prior to June 15, 1925. The Com- 
mission said that, as no damage had been shown to have resulted 
from undue prejudice, reparation would be denied. 


TWO FOR ONE RULE CASE 

The Commission, by division 4, in No. 17075, Peninsular 
Stove Company vs. Michigan Central et al., mimeographed, found 
the failure of the carriers to provide a rule in connection with 
the rates on stoves, including gas ranges, in carloads, from 
Detroit, Mich., to Los Angeles, Cal., and other western points, 
unduly prejudicial, but not unreasonable and unjustly dis- 
criminatory. It ordered the undue prejudice to be removed not 
later than September 10. The complaint alleged that the failure 
of the defendants to provide rule 2 of Countiss’ Westbound 
Transcontinental I. C. C. No. 1114, in connection with the carload 
rate on stoves, gas ranges, and other heating and cooking ap- 
paratus, named in Item 1724, from Detroit to Rate Basis 3 
destinations, while providing that rule in connection with rates 
on stoves from other points named in that item to the same des- 


tination was unjust, unreasonable, unjustly discriminatory and 
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unduly prejudicial. The rule in question is that which provides 
for the assessment of charges on shipments requiring more than 
one car if the carriers are unable to furnish a car of the dimen- 
sions desired, no higher than if the desired sort of car had been 
furnished. 


GLASS LIGHTING BOWL RATES 


The Commission, by division 4, has dismissed No. 15101, 
Thomas Day Company vs. Director-General, Southern Pacific, et 
al., mimeographed, on a finding that rates on glass lighting 
bowls, lamp globes and shades, in less than carloads, from points 
in eastern transcontinental groups to San Francisco, between 
March 15, 1918, and March 14, 1921, were applicable upon all 
shipments except to one on which there were overcharges. The 
dismissal was based on the authority of Crown Overall Mfg. Co. 
vs. Director-General, 100 I. C. C. 471. The rates applied were 
those prescribed for globes and shades of a value in excess of $24 
per dozen. The Commission said the value restriction was not 
specifically authorized, but that all the commodities shipped ex- 
ceeded in value $24 per dozen. The complainant claimed that 
the restriction, not having been authorized by the Commission, 
was void, and that the lower rates were applicable despite that 
the value exceeded $24 per dozen. 


EGG COMPLAINT DISMISSED 


In a mimeographed report by division 4 in No. 17062, Armour 
& Company vs. Director General, as agent, the Commission has 
dismissed the complaint on a finding that a rate of $2.80 charged 
on a carload of eggs shipped August 11, 1919, from Fremont, 
Neb., to Phoenix, Ariz., was applicable. Complainant alleged 
the rate charged was in excess of the applicable rate to the 
extent that it exceeded $2.29. The shipment moved over the 
Union Pacific to Denver and thence over the Santa Fe. The 
rate of $2.29, the report said, was restricted to routing beyond 
Denver over the Union Pacific. With respect to contentions of 
complainant that, if the initial carrier had routed the shipment 
differently than it did, a lower rate would have applied, the 
Commission said no misrouting was alleged, and that any allega- 
tion with respect to misrouting was barred, citing Brown Coal 
Co. vs. Director General, 87 I. C. ©. 130. 


BRIDGE MATERIAL RATE 


; In a mimeographed report by division 4 in No. 17493, West- 
ern Bridge & Construction Company vs. C. B. & Q. et al., the 
Commission has dismissed the complaint which alleged unrea- 
sonableness and unlawfulness in the through rate applicable 
on bridge and structural material from Chicago, Ill., fabricated 
in transit at Red Oak, Ia., and forwarded thence to Bloomfield, 
Neb. Charges were originally paid at a joint rate of 65.5 cents 
from Chicago to Bloomfield. Suit was brought by the carriers 
to collect charges on the basis of 69 cents. The Commission 
said the questions presented were whether the shipment was 
entitled to the rate of 65.5 cents or whether that rate was in- 
applicable and a rate of 69 cents, made up of 41.5 cents from 
Chicago to Sioux City, Ia., plus 27.5 cents from Sioux City to 
destination, applicable. In the latter event, it said, the question’ 
was whether the 69-cent rate was unreasonable. It found that 
the only through rate applicable was 69 cents now claimed by 
defendants and that the rate of 69 cents was not unjust or un- 
reasonable. 


MULTIPLE CARLOADING CASE 


The Commission, in a report written by Commissioner 
McManamy on No. 12744, A. C. Dutton Lumber Corporation et 
al. vs. Director-General, Aberdeen & Rockfish et al., and cases 
joined with it, mimeographed, has reached a conclusion as to 
rates on timbers, poles, piling, and spars, too long to be trans- 
ported on a single car, from points in Washington, Oregon, 
Idaho, Montana and British Columbia to interstate and Cana- 
dian destination differing materially, if not wholly, from the 
conclusion reached by the Commission in National Pole Com- 
pany vs. A. T. & S. F., 55 I. C. C. 625. 

In this case, with which the re-opened National Pole Case 
was considered, the Commission found the rates on such lading 
not unreasonable, unduly discriminatory or unduly prejudicial. 
A further finding was that the rates on single carloads of tim- 
bers, poles or piling, from points in Oregon to points in Cali- 
fornia were unreasonable and that reparation should be awarded 
= —e shipments between January 1, 1918, and February 

The Commission also said that the carriers were expected 
promptly to eliminate all existing fourth section departures. 

The report covers, in addition to the title complaint, No. 
13374, Cascade Timber Company et al. vs. Director-General, 
Chicago, Milwaukee & St. Paul et al.; No. 13576, B. J. Carney 
& Co. et al. vs. Director-General, A. T. & S. F. et al.; and No. 
13121, Charles K. Spaulding Logging Company vs. Director- 
General, Southern Pacific et al. All except the last mentioned 
were dismissed. That case was not dismissed because: the 
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Commission found that in the period mentioned the rates on 
single carloads of timber, poles or piling, from points on the 
Southern Pacific in Oregon to points on that road in California 
were unreasonable to the extent they exceeded the contem- 
poraneous rates on fir lumber, in single carloads, from and to 
the same points. 

Commissioner McManamy, in his report, said the funda- 
mental issue in these cases was whether timbers, poles and 
piling, too long to be transported on one car, should be charged 
rates no higher than those applying on fir lumber and other 
articles taking the same rates, in single cars. The Commis- 
sioner, in the course of his report, reviewed what had. been 
done by the Commission or the railroads in compliance with 
orders of the Commission, in Oregon & Washington Lumber 
Manufacturers Association vs. Union Pacific, 14 I. C. C. 1; 
Pacific Coast Lumber Manufacturers’ Association vs. Northern 
Pacific, 16 I. C. C. 465; Rates on Lumber and Lumber Products, 
52 I. C. C. 598; National Pole Company vs. A. T. & S. F., 55 
I. C. C. 625, and A. & C. Mill Company vs. Director-General, 64 
I. C. C. 548. He said that the defendants, in justification of the 
higher rate on piling than on lumber, took the position that 
rates on the latter were influenced by water competition and 
that the latter was not true as to piling. The carriers, in addi- 
tion, contended that there was more risk and hazard in trans- 
porting shipments loaded on two or more cars than in trans- 
porting shipments loaded in single cars. 

Commissioner Meyer, dissenting, said he was of the opin- 
ion that on this record the Commission was not warranted in 
reaching a conclusion differing from that reached in the Na- 
tional Pole Case, which, he pointed out, was approved in rates 
on Lumber and Lumber Products, 52 I. C. C. 598. He said the 
records now before the Commission were not substantially dif- 
ferent in their facts from that in the National Pole Case. Poles 
and piling from the Pacific Coast, he said, competed with sim- 
ilar products from the south and east where shippers were not 
charged an arbitrary over the common lumber basis. In fact, 
he said, the part of the northwestern territory here considered 
was the only section in the United States or Canada that did 
not accord long timbers the common lumber basis of rates. 

Commissioner Aitchison and Campbell, joined in the dis- 
sent, in which Commissioner Meyer pointed out in addition to 
what has already been said that the carriers stressed what they 
called the additional hazard and expense caused by’ necessary 
inspections and readjustments of loads, but, he said, the Com- 
mission was left in the dark as to what that expense amounted 
to in dollars and cents, although it would seem that the matter 
was one which was peculiarly subject to statistical showing 
and was particularly within the knowledge of the carriers, who 
had had an opportunity to develop the facts. 


RATE ON INSULATOR PINS 


An award of reparation and rates for the future have been 
prescribed by the Commission in a mimeographed report by 
division 4 in No. 17017, Joslyn Manufacturing & Supply Company 
vs. Chicago & Eastern Illinois et al., on a finding that the 
applicable sixth-class rate of 85 cents assessed on a carload of 
wooden insulator pins from Chicago to New Orleans, in Septem- 
ber, 1922, was, is and for the future will be unreasonable to the 
extent that it exceeded, exceeds or may exceed the rate con- 
temporaneously applicable on lumber, in carloads, from and to 
the same points. The order for the future is effective on or 
before August 17. At the time the shipment moved there was 
in effect on lumber between Chicago and New Orleans a rate of 
33.5 cents. This rate is still in effect, according to the report. 


REPARATION ON WHEAT 


On a finding that shipments of wheat, in carloads, from St. 
Francis, Kans., to Wausau, Wis., were misrouted and that the 
applicable rate was unreasonable, the Commission, in a mimeo- 
graphed report by division 4 in No. 17044, Hodgson-Davis Grain 
Company vs. C., B. & Q. et al., has awarded reparation. Two 
carloads of wheat shipped July 30 and October 3, 1921, were in 
issue. Charges were assessed on a combination rate of 65.5 
cents. The Commission said the lowest combination consistent 
with the terminal delivery specified was a rate of 60 cents in 
connection with the Missouri Pacific as an intermediate carrier 
from St. Joseph, Mo., to South Omaha, Neb. The defendants 
admitted they misrouted the shipments and made refund to the 
basis of 60 cents. The Commission found that the 60-cent rate 
was unreasonable to the extent that it exceeded 51.6 cents. 


NEW MEAT AND PRODUCTS RATES 


The Commission, by division 1, in No. 17292, Nuckolls 
Packing Company vs. Atchison, Topeka & Santa Fe et al., mimeo- 
graphed, in a report written by Commissioner Woodlock, has 
found rates on fresh meats and packing house products, carloads 
and less than carloads, from Pueblo, Colo., to destinations in 


New Mexico, unreasonablé and unduly prejudicial. Reparation 
has been awarded. 





New rates are to be established, not later than September 
20, in accordance with a scale, for distances between 150 and 
1,000 miles. The rates for distances of more than 150, but not 
more than 160 miles, on fresh meats, carloads, is to be 47 cents, 
and on less than carloads 71 cents. The rates for that distance, 
on packing house products, vegetable cooking oils, and lard sub- 
stitutes, is to be 39.5 cents, in carloads, and 52 cents, less than 
carloads. The minimum on fresh meat is to be 21,000 and on 
packing house products 30,000 pounds. The scale to be used 
rises to 98 cents on fresh meats at 500 miles, 148 cents on less 
than carloads, 83 cents on packing house products, carloads, and 
108 cents on less than carloads of packing house products. At 
700 miles the fresh meat rates are 122 cents and 185 cents; the 
packing house rates, 102 cents and 133 cents. The fresh meat 
rates, at 800 miles, are 135 and 202 cents and the packing house 
rates 113 and 148. At 900 miles the fresh meat rates are 146 
and 219 cents and the packing house rates 122 and 158 cents. 
At the maximum distance the carload fresh meat rate is 158 
cents, the less than carload 240 cents, the packing house carload 
rate 131 cents, and the less than carload rate 171 cents. 

A rule for the application of the scale is as follows: 


Four hauls over two or more lines a differential of 4 cents may be 
added to the rates shown in the scale for distances of 500 miles or 
less, and the rate so obtained for 500 miles should be used as a 
minimum for greater distances. 

In computing distances under the scale the shortest routes via 
existing connections for the interchange of carload traffic shall be 
used, embracing as a maximum the lines of not more than three line- 
haul carriers for distances not exceeding 500 miles, not more than 
four line-haul carriers for hauls exceeding 500 miles but not exceed- 
ing 800 miles, and not more than five line-haul carriers for distances 
exceeding 800 miles. Lines under common ownership or control will 
be considered as a single line, and where a portion of the same rail- 
road is used more than once in computing a distance it will be 
counted as a separate line each time it is used. 


BRIDGE TARIFF RETAINED 


The Commission, by division 3, in I. and S. No. 2625, Pro- 
portional Rates Between New Albany, Ind, and Louisville, Ky., 
mimeographed, found the proposal of the Chicago, Indianapolis 
& Louisville, the respondent in this proceeding, to change the 
application of proportional rates between New Albany and 
Louisville not justified. It ordered the cancellation of the sus- 
pended schedules and discontinued the proceeding. 

Mid-continent oil shippers protested. They have been using 
a proportional of 1.5 cents in making rates from the mid-conti- 
nent to Louisville. They have been taking the rate of 42 cents 
to New Albany, adding the 1.5 cent bridge proportional and pro- 
ducing a combination of 43.5 cents to Louisville. The Chicago, 
Indianapolis & Louisville proposed to restrict the application of 
the tariff to traffic originating in or destined to Alabama, Fior- 
ida, Georgia, Louisiana, Mississippi, the Carolinas, Tennessee 
and Virginia. 

Change in the application, the Commission said, would re- 
sult in making the lowest combination to Louisville base on 
East St. Louis instead of New Albany and bring the rate to 
Louisville up to 50 cents, made up of factors of 27.5 to and 
22.5 cents beyond East St. Louis. The Commission said the 
respond snt introduced no testimony in justification of the pro- 
posed change. It added that it appeared the proposal was the 
result of the desire of other lines, somewhat similarly situated 
as the C. lL. & L., to get rid of this one remaining so-called 
bridge tariff so as to bring about uniformity. The Commission 
said that at the hearing, nearly three months ago, the respond- 
ent had agreed to join other interested carriers in establishing 
joint rates on petroleum and its products from the mid-continent 
field to Louisville, equivalent to the present combinations, and 
that it had been agreed to file tariffs promptly. It added that 
no such traffs, however, had been filed. 


SHORT HAUL STEEL RATES 


Following the rule laid down by it in American Shipbuild- 
ing Company vs. Director-General, 89 I. C. C. 601 and 102 I. C. 
C. 530, the Commission, by division 4, in No. 15307, Sanderson 
Cyclone Drill Company vs. Pennsylvania, mimeographed, has 
found the rate charged on bar steel, from Pittsburgh and South 
Duquesne, Pa., to Orrville, O., unreasonable, prior to Novem- 
ber 1, 1924, to the extent it exceeded the combination based on 
Youngstown and awarded reparation. In a dissent, Commis- 
sioner Woodlock said: 


Prior to November 1, 1924, the through rate exceeded the aggre- 
gate of intermediates. After that date the same rate was less than 
the aggregate of the intermediates, and latter rates having been in- 
creased. The report finds that prior to November 1, 1924, the through 
rate was so unreasonable as to warrant an award of reparation, but 
that on that date without any change in it or without any change 
being shown in the conditions surrounding transportation of the 
commodities involved, it automatically became reasonable by reason 
of the increases in the intermediates. I can not follow reasoning of 
this sort in a complaint under section 1 of the act. 


TANNING EXTRACT REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15743, Pona Ailen vs. Boston & Maine 
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et al. (imeographed), as to rates on tanning extracts and mate- 
rials, carloads, from New York, and other eastern seaboard points 
to Buford, Ga., prior to August 1, 1924. The commission, by divi- 
sion 1, in a report written by Commissioner Campbell, said 
that the rates since that date had not been unreasonable. The 
finding is as follows: 


We find that on and since August 1, 1924, the assailed rates were 
not and are not unreasonable, but that prior to that date they were 
unreasonable to the extent that they —— the eprcniieg.- 


(C) (D (C) (D) 
From ; Cts. Cte. Cts. Cts. 
Moston: MOG es6i ic eckcaghiaspoess 64 61 57.5 55 
Amesbure,. -PARBB. 24000.00 cascade ocdse 64 63.5 57.5 57 
ee . PS Ee ee 60 57 54 51.5 
Newark, Ca a MR Sega ae See 60 59.5 54 53.5 
Philadelphia, Pa. ..00ccvvcccccsvccece 59 56 53 50.5 


(A) Prior to July 1, 1922. 
All-rail. (D) Rail and water. 


We further find that complainant made the shipments as de- 
scribed and paid the charges thereon; that it has been damaged 
thereby in the amount of the difference between the charges paid 
and those which would have accrued at the rates found to have been 
reasonable; and that it is entitled to reparation, with interest. Com- 
plainant should comply with Rule V of the Rules of Practice. 


(B) July 1, 1922, and thereafter. (C) 


SHEEP SALT RATES 

The Commission, by division 4, in No. 17151, Yakima 
Grocery Company et al. vs. Oregon-Washington Railroad & Nav- 
igation Company et al., mimeographed, has dismissed the com- 
plaint on a finding that rates charged on seven carloads of 
medicinal sheep salt from Salt Lake City, Utah, to destinations 
in Washington, Oregon, Idaho and Montana, in the two years 
preceding May 28, 1925, were applicable and not unreasonable. 

The commodity shipped was “Rams Head medicinal sheep 
salt.’ The Commission said that, “Salt, live stock, medicated,” 
was rated Class B, minimum 30,000 pounds, in the western clas- 
sification. Charges were assessed at the Class B rates of $1.03 
to Livingston, Mont., 92 cents to Walla Walla and Yakima, 
Wash., and Baker, Ore., and 65 cents to Mountain Home, Idaho. 
Complainants contended that lower commodity rates published 
by the Union Pacific on salt and sulphurized rock salt were 
applicable. The Commission said the commodity shipped was 
not salt within the commonly accepted meaning of that word 
and that it was more in the nature of medicine. 


CELERY CASE DISMISSED 


An order of dismissal has been made in No. 14733, A. G. 
Zulfer & Company vs. Director-General, mimeographed, the Com- 
mission finding the rate on celery, in carloads and on one mixed 
carload of celery and green peppers, from points in Florida to 
Chicago, not unreasonable or illegal. The complaint covered 129 
carloads of celery, and the one mixed carload, which moved from 
Sanford, Sipes, Moores, Beardall, Brisson and Beck Hammock, 
Fla., to Chicago, between February, 1918, and February, 1920. 
The complaint alleged that rates were in violation of the first, 
fourth and sixth sections. The complaints pointed out that the 
joint through rates exceeded the aggregate of intermediates based 
on Cairo, Ill. Aside from that fact, the Commission said, the 
complainants presented no. evidence in support of their allega- 
tions. It said that as the fourth section departures were pro- 
tected by appropriate applications and as the rates charged were 
contained in tariffs on file with it, the allegations of violations 
of fourth and sixth sections were unsupported. 


Having eliminated allegations of violations of the fourth 
and sixth sections, it said the remaining question was as to 
the reasonableness of the assailed rates. On that issue it said it 
believed that the defendants had overcome the presumption of 
unreasonableness created by the showing that the applicable 
rates were in excess of the aggregate of intermediates. The car- 
riers, it pointed out, assessed rates which were established at one 
time or another in accordance with decisions made by it but that. 
the combinations was thrown out of line with the joint through 
rates because the five and fifteen per eent figures were not ap- 
plied to a twenty cent arbitrary. 


The Commission, however, in fourth section order No. 9331, 
issued in connection with this case, denied permission to continue 
an aggregate of intermediates lower than the joint through rates. 
The carriers are to line up their rates not later than October 23. 

Commissioner McManamy, in a dissent, expressed the opin- 
ion that the majority had misapplied the force of the decisions 
cited in support of its report. He said he thought it had given 
too little weight to the fact. that joint rates ordinarily were 
lower than combinations of intermediates. He said that with 
but few exceptions the Commission had held that joint through 
rates, which exceeded the aggregate of intermediates, were pre- 
sumptively unreasonable and when, as in this case, all the factors 
composing the intermediates were prescribed or approved by the 
Commission, that presumption became almost irrebuttable. Ac- 
cording to Mr. McManamy the real question was whether the 
addition, to the factors on the haul up to Cairo, of factors from 
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Cairo to Chicago, which were higher than the local rates from and 
to those points and which produced joint through rates, which 
exceeded the aggregate of intermediates, resulted in unreasonable 
joint rates. The answer, he said, was largely furnished by the 
decision in Indiana Public Service Commission vs. B. & O. R. R., 
89 I. C. C. 651, in which the Commission prescribed the Illinois 
class-C rates as reasonable and non-prejudicial for application on 
vegetables including celery, from Indiana and Illinois points to 
Chicago. He said that using the Class-C rate’ from Cairo to 
Chicago prescribed in that case, computed retroactively as of 
June 25, 1918, the resulting aggregate would be only one cent 
higher than that which existed at the time of the movement. 
Therefore, he said, he was convinced that the rates assailed were 
unreasonable to the extent they exceeded the contemporaneous 
aggregate of intermediates. Chairman Eastman and Commis- 
sioners Meyer and Campbell joined in that expression of dissent. 


COPPER AND BRASS REVISION 


A revision of rates on brass, copper and bronze ingots, pig, 
and scrap, and related articles, in Official Classification territory, 
begun last August, has been completed in accordance with 
orders issued by the Commission in I. and S. No. 2473 and 
I. and S. No. 2575, 109 I. C. C. 351. Tariffs, effective July 1, 
are on file. They were constructed on the basis of sixth class 
for articles rated fifth class, with a rate of 40 cents between 
New York and Chicago as the maximum, scaled on the regular 
percentage basis at other points in central territory and observ- 
ing the recognized port differentials; and 85 per cent of the 
rates on the fifth class articles on the residues such as ashes, 
skimmings, mud, sweepings and washings. With four or five 
exceptions, the basis upon which the new rates have been built 
was in effect in central territory prior to the revision orders. 
Within Trunk Line territory and from or to points in that ter- 
ritory to or from points in central and New England there were 
commodity rates ranging from 67.3 to more than 91 per cent 
of sixth class on both the fifth class articles and the residues. 
In New England the classification basis was generally applied. 

The orders in the cases mentioned, which grew out of at- 
tempts to satisfy complaints about the adjustment, bring about 
a degree of uniformity, as to figures at least, such as never 
before prevailed in Official Classification territory. Herewith 
are given typical rates: 


Copper: 
Brass: Pigs, 
Pigs, Ingots, 
ar Md — ee 
oO crap ars 
Six 
Philadelphia ............. 17% ITs ie ise eR ne 
Perth Amboy ..:.....+.. 22%c 22 O.; 3, Cc. C.’ 14870 and, Sup. 
PACU F0Ke. op 0.00 doe cha 2644¢c 26 : 8 to G. O., I. GC. CG. 12155. 
Wheeling III ee 3BBE | commoaity rates oteetive 
Cleveland ..........++++. 25%e 25iec (July 1, 1926, in Sup. 11 to 
Deaeehl <4 nied vec odode’ sc 28c ogc) Wilson’s I. C. C. 157. 
irae “gio Fahad gO i Se es Sot Commodity rates effective 
rey July 1, 1926 an yy 38 to 
Cincinnati to New York. 35c 35c 5 Loc 
St. Louis to New York.. 47c 47c smut pe x 5 éi 
ass rates ective 
Chicago to Pittsburg.... 27%c 27%c (July 1, = Sup. 1 to 
Chicago to Buffalo....... 27lec 27%e ae pris C.C, 162 and 
ones’ I. 
Minimum weights—Pigs, ingots, scrap, 40,000 pounds. Scrap, 


36,000 pounds. 


The Commission, in I. and S. No. 2696, has suspended the 
revision of copper and brass rates filed by the carriers in Official 
Classification Territory, from July 1 for the period allowed by 
statute. It found rates in tariffs filed by the carriers that were 
shown, prima: facie, not to be in accord with the revision or- 
dered by it in I. and S. 2473 and I. and S. 2575, and against 
which protests were made by interested parties. 


RAILWAY MAIL PAY CASE 


The Commission, in No. 9200, the railway mail pay case, 
has denied the applications of Postmaster General New for re- 
consideration of the orders entered by it on December 8, 1925, 
and February 25, 1926, establishing, after re-examination, | in- 
creased rates of pay for the transportation of mail by the car- 
riers specified in those orders, as of the dates the carriers filed 
their applications for such re-examination. 

Comptroller General McCarl, several months ago, ruled that 
the Commission had not the power to make increases of railroad 
mail pay retroactive to the dates of the filing of applications for 
re-examination of the rates formerly prescribed. Using that 
ruling, which the Commission had ignored, the postmaster gen- 
eral asked it to reconsider its decisions that it had that power. 

The Commission, in the same case, has also denied the ap- 
plications of the American Newspaper Publishers’ Association 
and the American Publishers’ Conference for leave to intervene. 
The denial of those applications, however, the Commission said, 
was without prejudice to the filing of motions to appear on argu- 
ment in the case as amici curiae. By notice that the denial was 
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without prejudice to appear as friends of the court, the Com- 
mission, by implication, invited the publishers to discuss the 
subject of railway mail pay, from their point of view, although 
telling them that they could not participate in the case as inter- 
veners. The right to intervene in a case is limited to those who 
might appear as applicants or complainants. The publishers 
have no right to apply for an increase or a reduction in the pay 
of the railroads for transporting the mails, wherefore, under 
the intervention rule, they have no right to be made parties to 
the case, started by the railroads with applications for increases 
in pay. 

With a view to keeping the record on that point clear, the 
Commission, at the time it denied the applications of the pub- 
lishers, vacated the order, entered by division 1, on February 24, 
1926, allowing the Nebraska State Railway Commission to inter- 
vene, and denied that application. The notice that denial of the 
application of the publishers to intervene in the case was with- 
out prejudice to the filing of an amicus curiae application, also 
applies to the state commission. 

A third order in the case re-opens it, upon application of 
the postmaster general, for a re-examination of the facts and 
circumstances surrounding the transportation of the mails and 
the service connected therewith by the Great Southern Railroad 
Company, Indian Valley Railroad Company, McCloud River Rail- 
road Company, Nevada County Narrow Gauge Railroad Com- 
pany, The Nevada Copper Belt Railroad Company, San Luis 
Southern Railway Company, Washington, Idaho & Montana Rail- 
way Company, California Western Railroad & Navigation Com- 
pany, Nevada Central Railroad Company, Sumpter Valley Rail- 
way Company, San Diego & Arizona Railway Company, and the 
Yosemite Valley Railway Company. 

The roads mentioned, with others, by agreement, were ex- 
cluded from the re-examination provided for in the order of 
July 24, 1925. 


COMPETITIVE BIDDING URGED 


In authorizing the Western Maryland to issue and sell 
$2,278,000 of equipment trust certificates, the Commission, by 
division 4, expressed the opinion that, with respect to sale of 
equipment trust certificates, the time had arrived for adoption 
by railroads of a policy of offering such securities for sale at 
public competitive bidding “after the manner in which state, 
county and municipal securities are commonly sold.” Chairman 
Eastman has been an advocate of this method of selling equip- 
ment trust notes and has heretofore set forth his views on the 
subject at length in dissenting opinions. 

The Western Maryland offered the certificates for sale by 
inviting tenders therefor and eight bids were received from 
bankers in New York City and Baltimore. They were sold, 
subject to the approval of the Commission, to Kean, Taylor & 
Company and Roosevelt & Son, of New York City, and Brinkman 
& Company, Inc., of Baltimore, the highest bidders, at 100.886 
per cent of par and accrued dividends. On that basis, which was 
approved by the Commission, the average annual cost to the 
applicant will be approximately 4.833 per cent. The Commission 
said the action of the applicant in resorting to this method for 
the sale of the certificates was commendable. 

The company asked for authority to issue and sell $2,500,000 
of 5 per cent certificates, but the Commission reduced the 
amount to $2,278,000. The company proposed to buy 1,800 box 
cars. Usable material in 1,905 gondola cars, retired by the com- 
pany, was sold to the car builder. for use in the construction of 
the new cars. This material brought $590 a car, or a total of 
$1,123,950. The new cars are to cost a total of $3,402,000, or 
$1,890 each. The Commission deducted from the aggregate pur- 
chase price of the new cars the cost of the usable materials, 
and said that left $2,278,050 as representing the new material 
and labor involved in their construction. It therefore authorized 


the issuance and sale of $2,278,000 of certificates, instead of 
$2,500,000 of certificates. 


With reference to the sale of equipment trust certificates at 
competitive bidding, the Commission said: 


Recent experience in connection with the sale of equipment- 
trust certificates leads us to believe that conditions in the invest- 
ment market are, and for at least some time to come, are likely to 
be( such that railroad companies raising capital in this way may 
now profitably adopt a policy of offering such securities to public 
competitive bidding after the manner in which state, county and 
municipal securities are commonly sold. The reasons which lead 
us to this belief may be summarized as follows: 

These securities are of virtually uniform character, they enjoy 
a high degree of safety as to payment of principal and interest, and 
the prices that they bring are very largely determined by interest 
rates current for the best class of security. The relative financial 
strength of the issuing carriers has ceased to be an important factor 
in determination of price; 
hile it is probably true that in former days equipment- 
trust securities were largely taken by investment institutions (such 
as insurance companies, savings banks, etc.), it is evident that they 
are now wing in favor with individual investors who have at 
a of late, been willing to pay more for them than these insti- 
utions; 

3. The investment market as a whole has grown very greatly 
in size in the years following the war. It now absorbs annually 
some billions of securities other than those of railroads. While it 


Sen, 







is true that industries other than railroads have taken and are 
taking by far the largest part of the new capital, it is also true 
that there is an ever growing demand for securities of the best 
class, in which railroad equipment trusts occupy a prominent place. 
It seems to us that the sale of these by public competitive bidding 
will tend to widen their market and thus produce capital more 
cheaply for the issuing railroads. 

It is because of this probable result that we favor such a method 
of sale at this time. We propose for the present no change of 
selling methods in the case of other railroad securities and are 
fully mindful of the considerations so frequently and forcefully 
urged in favor of the ordinarily existing relation of banker and rail- 
road, and of the advantages to the latter which many believe re- 
sult from a proper conduct of that relation by both parties thereto. ' 
We are concerned with the sale and distribution of railroad securi- 
ties from the point of view of economy in the cost of capital to 
the railroads, to the end that the total burden of transportation shall 
be no larger than is absolutely necessary. It is our opinion, however, 
that the sale of equipment-trust certificates by public competitive 
bidding will be effective in so widening the market for these securi- 


ties as to assist in the effective and economic financing of railroads — 


by means of other securities such as may from time to time become 
necessary. Whether in the course of time it may come about that 
classes of railroad securities other than equipment trusts shall be 
susceptible of the same method of sale with economical results is 
a question that need not now be considered. 

By our order in Ex Parte No. 54, 56 I. C. C. 847, we issued 
regulations as to transactions under the Clayton Antitrust Act. A 
number of sales of securities have been effected under the pro- 
cedure therein prescribed. It is thought that the procedure under 
these regulations may well be followed also in the disposition of 
equipment-trust certificates. 


JURISDICTION FINDING AFFIRMED 


In a report upon reargument in finance docket No. 3284, 
abandonment of Midland & Northwestern Railway, the Commis- 
sion has affirmed the finding of the original report, 99 I. C. C. 
460, that proposed salvaging by Texas & Pacific Railway Com- 
pany of railway property formerly operated by the Midland & 
Northwestern and its receivers is not an abandonment within 
the meaning of paragraph 18 of section 1 of the interstate com- 


merce act. The original application was dismissed by order of 
division 4. 


COMMISSION ORDERS 


The order entered in No. 13413, in the matter of automatic 
train control devices, on January 14, 1924, is modified so as to 
provide that the effective date for fulfillment thereof shall be 
October 18, 1926, with respect to Chicago & Eastern [Illinois 

The Commission has granted the Boston & Maine Railroad, 
in No. 13413, in the matter of automatic train control devices, 
permission to install an automatic train-stop or train-control de- 
vice between the west end of its East Deerfield yard and its 
interlocking tower at West Cambridge, Mass., in lieu of the 
installation required between Boston, Mass., and Greenfield, 
Mass., and has found that the said order entered on June 13, 
1922, in all other respects, shall remain in full force and effect. 

The Oil Refiners’ Division of the Chamber of Commerce of 
Shreveport, La., has been permitted to intervene in No, 18336, 
Gibson Oil Company vs. Arkansas Western et al. 

The Union Bag & Paper Corporation has been permitted to 
intervene in No. 18074, the Brown Paper Mill Company, Inc., 
et al. vs. Vicksburg, Shreveport & Pacific et al. 


The Commission has denied complainants’ petition for modi- 
fication of order in No. 16091, Ballman-Cummings Furniture 
Company et al. vs. Chicago & Eastern Illinois et al. 

The Commission has denied complainant’s petition for re- 
hearing and reargument in No. 16821, Henry W. Brown & Com- 
pany vs. Erie. 

The petition of complainant in No. 15734, Detroit Chemical 
Works vs. Canton Railroad et al., for rehearing is denied. 

The petition of defendants in No. 15627, Southern Agricul- 
tural Chemical Corporation vs. Big Four et al., for rehearing, is 
denied. 

The Commission has reopened for further hearing, at such 
time and place as the Commission may hereafter direct, No. 
16448 (and Sub. No. 1), Parkersburg Rig- & Reel Company vs. 
Baltimore & Ohio et al. 

The Commission has reopened for further hearing No. 16195, 
Chamber of Commerce, Breckenridge, Tex., et al. vs. Wichita 
Fall, Ranger & Fort Worth et al., at such time and place as 
the Commission may hereafter direct. 

The Commission has dismissed the complaints in No. 17611, 


‘Oliver & Myers Manufacturing Company et al. vs. Akron, Can- 


ton & Youngstown et al.; No. 17659, Dixie Wax Paper Company 
vs. Akron, Canton & Youngstown et al.; No. 18051, Big Vein 
Anthracite Collieries, Incorporated, vs. Virginian Railway et al.; 
and No. 18108, Mulkey Salt Company vs. Chicago & Erie Rail- 
road et al., at the request of the complainants. 

The Commission has denied the petitions filed on behalf of 
Director-General for modification of order entered in No. 9977, 
Chicago Live Stock Exchange vs. Santa Fe et al., and No. 12614, 
Chicago Live Stock Exchange et al. vs. Director-General, as 
agent, Santa Fe et al., defendants’ petition for reargument and 
for modification of the order, petition of defendant Union Stock 
Yards & Trans. Company for reargument and modification of 
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the order, and petition of Swift and Company et al. with respect 
to the name of the Director-General. 

The Commission has denied the petition of defendants for 
modification of the order in No. 9702, Memphis-Southwestern 
Investigation, No. 7304, City of Memphis et al. vs. Chicago, Rock 
Island & Pacific et al.; No. 10084, Natchez Chamber of Com- 
merce vs. Natchez & Southern et al.; No. 9927, Railroad Com- 
mission of Arkansas et al. vs. Arkansas Central et al.; No. 
10418, Arkansas Jobbers’ & Manufactutrers’ Association et al. 
vs. Director-General, Chicago, Rock Island & Pacific et al.; 
No. 10419, Arkansas Jobbers’ & Manufacturers’ Association vs. 
Director-General, Beaumont, Sour Lake & Western et al.; No. 
9886, Chamber of Commerce, Monroe, La., vs. Arkansas & Lou- 
isiana Midland Railway; No. 6390, Memphis Freight Bureau vs. 
St. Louis, Iron Mountain & Southern et al., and No. 7250, 
Shreveport Chamber of Commerce et al. vs. Alabama & Vicks- 
burg et al. 

The New. Orleans Joint Traffic Bureau has been permitted 
to intervene in No. 18081, Imperial Sugar Company vs. Sugar 
Land Railway et al. 

The United States Gypsum Company has been permitted to 
intervene in No. 18252, Colorado Portland Cement Company vs. 
Atchison, Topeka & Santa Fe Railway et al. 

The Dewey Portland Cement Company has been permitted 
to intervene in No. 17854 (Sub. No. 1), the Fredonia Portland 
Cement Company (of Delaware) et al. vs. Santa Fe et al. 

The Southwestern Interstate Coal Operators’ Association has 
been permitted to intervene in No. 18211, the Colorado & New 
Mexico Coal Operators’ Association vs. Santa Fe et al. 

The Missouri Portland Cement Company has been permitted 
to intervene in No. 18264, Lehigh Portland Cement Company 
vs. Santa Fe et al. 

The Iola Cement Mills Traffic Association has been permitted 
to intervene in No. 18264, Lehigh Portland Cement Company vs. 
Santa Fe et al., and No. 18299, the Kansas Portland Cement 
Company vs. Santa Fe et al. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuation No. 795, in re valuation of Pierre, 
Rapid City and North-Western Railway and Valuation No. 805, 
Lehigh Valley Railroad et al. 

The order entered in No. 13413, In the Matter of Automatic 
Train Control Devices, on January 14, 1924, is modified so as to 
provide that the effective date for fulfillment thereof shall be 
December 31, 1926, with respect to the St. Louis-San Francisco 
Railway. 

The order entered in No. 13418, In the Matter of Automatic 
Train Control Devices, on January 14, 1924, is modified so as to 
provide that the effective date for fulfillment thereof shall be 
January 1, 1927, with respect to the Chicago, Indianapolis & 
Louisville Railway. 

The Commission has reopened I. and S. No. 2455, Fruits 
and Vegetables between Pacific Coast States, for oral argument, 
at such time as it may hereafter direct, upon respondents’ peti- 
tion for rehearing and oral argument. 


The Commission has dismissed the complaint in No. 11814, 
Arizona Corporation Commission et al. vs. Arizona Eastern et 
al.; No. 15321, Zap Colliery Company vs. Northern Pacific; No. 
16232, Diamond Coal Company vs. Monongahela Railway et al.; 
No. 16423, Illinois Third Vein Coal Company et al. vs. Illinois 
Central et al.; No. 18059, Lustig-Burgerhoff Company vs. New 
York Central; No. 18063, Mobile Chamber of Commerce and 
Business League vs. Alabama Great Southern et al.; No. 18149, 
Vitrolite Products Company et al. vs. Baltimore & Ohio et al.; 
No. 18173, George Adam Schneider vs. Chicago & North Western 
Railway; No. 18217, The Sanitary Grocery Company, Inc., et al. 
vs. Pennsylvania et al.; and No. 18220, Daniel E. Cummings Com- 
pany vs. Boston & Maine Railroad upon complainant’s request. 

The Commission has dismissed No. 17500, Thomas Traffic 
prs ged vs. Southern Pacific Company et.al., for want of prose- 
cution. : 

The Commission has dismissed No. 17680, The Kehawke 
Manufacturing Company vs. Chicago, St. Paul, Minneapolis & 
Omaha Railway et al., the complaint having been satisfied. 

The Commission has directeed the defendant, the Baltimore 
& Ohio, in No. 16403, United Zinc Smelting Corporation vs. 
Pennsylvania et al., to pay to complainant, on or before July 
31, 1926, the sum of $4,014.95, with interest thereon at the rate 
of six per cent per annum from April 1, 1924, as reparation on 
account of unreasonable rates charged for the transportation 
of numerous carload shipments of coke dust and coke breeze 
from Pittsburgh, Pa., to Moundsville, W. Va. 

The Commission, in a second supplemental order to No. 
14068, Hopeman Material Company et al. vs. Northern Pacific 
et al., has authorized the defendant, Northern Pacific Railway, 
to pay to intervener, Cass County Commissioners, on or before 
July 31, 1926, the sum of $4,293.86, with interest thereon at the 
rate of six per cent per annum from November 1, 1921, as rep- 
aration on account of unreasonable rates charged for transporta- 
tion of numerous carloads of sand, gravel and crushed rock, 
from Muskoda, Minn., to various destinations in North Dakota. 
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The Commission has dismissed the complaint in No. 15550 
(Sub. No. 2), Hannibal Shippers’ Association et al: vs. Ashland 
Coal & Iron Railway et al.; No. 15839, Greater Des Moines Com- 
mittee, Incorporated, vs. Des Moines & Central Iowa Railroad et 
al.; and No. 16123, The Canyon Coal & Coke Company et al. vs. 
Baltimore & Ohio Railroad et al., upon complainants’ requests. 

The Jefferson Island Salt Mining Company has been per- 
mitted to intervene in No. 18206, Cherokee Mills et al. vs. Mor- 
gan’s Louisiana & Texas Railroad & Steamship Company et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2694, the Commission has suspended from 
July 1 until October 29, schedules as published in Atchison, 
Topeka & Santa Fe I. C. C. No. 10297, supplement No. 3 to 
Missouri-Kansas-Texas I. C. C. No. 217 and supplement No. 14 
to Leland’s I. C. C. No. 1621. The suspended schedules propose 
to increase the rates on grain, grain products and hay, carloads, 
from points in Oklahoma to points on the C. R. I. & P. Ry. in 
Arkansas. The following is illustrative, rates being in cents 
per 100 pounds: 


Wheat, carloads, from Belva, Okla. (A. T. & S. F.), to Havanna, 
Ark., present 31, proposed 43%. 


In I. and S.No. 2696, the Commission has suspended from 
July 1 until October 29, 1926, the operation of certain schedules 
as published in the following tariffs: Supplements Nos. 5 and 
6 to Agent E. B. Boyd’s I. C. C. No. A-1637; Supplement No. 8 
to Agent E. B. Boyd’s I. C. C. No. A-1644. The suspended 
schedules, which are applicable between points in Western 
Trunk Line territory, propose by an exception to the rule gov- 
erning the furnishing of cars of greater size than ordered to 
make this rule inapplicable on common brick. By this excep- 
tion charges on common brick would be assessed on the basis 
of the capacity of the car furnished by the carrier, rather than 
on the minimum applicable to the car ordered by the shipper, 
and would result in increased charges in instances where larger 
cars than ordered are furnished and not loaded to full capacity. 

In I. and S. No. 2697, the Commission has suspended from 
July 1 until October 29, schedules as published in supplement 
No. 4 to St. Louis-San Francisco I. C. C. No. 8630. The sus- 
pended schedules propose to increase the interchange switch- 
ing charges on all commodities between industries on the St. 
Louis-San Francisco Railway and connecting lines at Carthage 
and Joplin, Mo. The following is illustrative, switching rates 
in dollars and cents per car: 


Between industries on St. L.-S. F. Ry. and connections with the 
Missouri Pacific R. R., at Carthage and Joplin, Mo., present $3.60, 
proposed $6.30. 


In I. and S. No. 2698, the Commission has suspended from 
July 1 until October 29, schedules as published in supplement 
No. 130 to Boyd’s I. C. C. No. A-1357. The suspended schedules 
propose to cancel the application of the present commodity 
rate on shipments of brick, carloads, from St. Louis, Mo., and 
group stations to certain destinations in Kansas on the lines of 
the A. T. & S. F. Ry., A. V. I. Ry., C. R. L. & P. Ry., Mid. Val. 
R. R., Mo. Pac. R. R., and St. L-S. F. Ry., and to apply a 
higher commodity rate in lieu thereof. The following state- 
ment of rates is illustrative: 


Rates in cents per 100 pounds, on brick, C. L., from Sargent’s 
Bluffs, Ia., to Arkansas City, Salina and Wichita, Kans., present 17, 
proposed 20. 


In I. and S. No. 2699, the Commission has suspended from 
July 1 until October 29, schedules as published in supplement 
No. 130 to Boyd’s I. C. C. No. A-1357. The suspended schedules 
propose to increase the rates on iron and steel articles, car- 
loads, from Chicago, Ill., Peoria, Ill., St. Louis, Mo., St. Paul, 
Minn., and related points to destinations in southeastern Kan- 
sas. a following is illustrative, rates being in cents per 100 
pounds: 


To Wichita, Kans., from St. Louis, Mo., present 69, proposed 73; 
Chicago, Ill., present 76%, proposed 80%; St. Paul, Minn., present 
78; proposed 82. ‘ 


In I. and S. No. 2690, the Commission has suspended from 
June 25 until October 23 schedules as published in supple- 
ment No. 8 to Chicago, Burlington & Quincy I. C. C. No. 16324. 
The suspended schedules propose to cancel the application of 
St. Paul, Minn., rates as applying to Fordson, Minn., on sand, 
gravel and crushed stone from certain stations in Minnesota 
and Wisconsin, which would result in the application of higher 
combination rates. The following is illustrative, rates being in 
cents per ton of 2,000 pounds on sand, carloads: 


From Bay City, Wis., to Fordson, Minn., present 60, proposed 100. 


In I. and S. No. 2691, the Commission has suspended from 
June 25 until October 23 schedules as published in supplement 
No. 46 to Fondas I. C. C. No. 174. The suspended schedules 
propose to increase the rates on import and coastwise fertilizers 
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from Texas gulf ports to Shreveport, La., and points taking 
Shreveport rates. The following is illustrative, rates being in 
cents per 100 pounds: 


‘To Shreveport, La., from Galveston, Tex., present 21, proposed 
22%; Beaumont, Tex., present 171%, proposed 22%; Port Arthur, Tex., 


present 18%, proposed 22% 

In I. and S. No. 2692, the Commission has suspended from 
June 26 until October 24 schedules as published in supplement 
No. 12 to joint tariff Leland’s I. C. C. No. 1795 and Jones’ I. C. C. 
No. 1714. The suspended schedules propose to restrict the appli- 
cation of rates between Missouri “B” territory and stations in 
Arkansas, Louisiana, Oklahoma and Texas so as to exclude all 
stations on the St. Louis-San Francisco Railway from St. Louis 
to Pacific, Mo., inclusive, which will have the effect of applying 
St. Louis territorial rates from and to the affected points. 
Pacific, Mo., is the principal point affected and sand is the prin- 
cipal commodity moving. The following is illustrative, the rates 
being in cents per 100 pounds on sand, carloads: 


From Pacific, Mo., to Fort Smith, Ark., present 114%, proposed 12. 


In I. and 8S. No. 2693, the Commission has suspended from 
June 28 until October 26 schedules as published in Southwest 
Missouri Railroad Company I. C. C. No. 17. The suspended 
tariff proposed changes and additions in the list of mines and 
switches from which the Southwest Missouri Railroad will ab- 
sorb drayage charges on lead or zinc ore or concentrates, car- 
loads, to loading tracks. 


PETITIONS FOR REHEARING, ETC. 


The Interior Interests, by their attorneys, C. B. Cochran, 
Cc. A. Cunningham and A. L. Reed, in No. 14940, et al., applica- 
tion of rates on cotton to Gulf ports, and I. and S. No. 2556, cot- 
ton factory products between Shreveport, La., and southern 
territory, haye asked the Commission to dismiss and to issue 


mandatory order establishing one rate plan without further 
hearing. 


Certain of the defendants in No. 15225, the Board of Rail- 
road Commissioners of the State of Iowa vs. Central Railroad 
of New Jersey et al., have asked the Commission for postpone- 
ment of effective date of order, and reargument before and 
reconsideration by the entire Commission. 


The Upson Company, complainant in No. 17006, has asked 
the Commission to consolidate No. 16491, Pacific Tank & Pipe 
Company et al. vs. Southern Pacific et al., with this proceeding. 


The complainants in No. 16703 and Sub. Nos. 1, 2 and 3, 
Hulsey-Bessent Company et al. vs. Pennsylvania Railroad et al., 
have asked the Commission to grant a rehearing therein. 


The complainant in No. 16621, the Procter and Gamble Man- 
ufacturing Company vs. Baltimore & Ohio et al., has asked the 
Commission to reopen said case for reconsideration of the rec- 
ord by the entire Commission. 


The protestants, Utah Copper Company, the Nevada Con- 
solidated Copper Company, the Bay Consolidated Copper Com- 
pany, the American Smelting & Refining Company, Guggenheim 
Brothers and the Kennecott Copper Corporation have asked the 
Commission to grant a reopening of I. and S. No. 2473, brass, 
bronze and copper ingots, pig and scrap and related articles 
in Official Classification territory, and a rehearing therein. 

The complainant in No. 16405, the Carter Oil Company vs. 


Santa Fe et al., has asked the Commission to grant a further 
hearing therein. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Central Pacific and/or the 
Southern Pacific, lessee of the Central Pacific, to construct a branch 
line in Yuba county, Calif., extending from Rupert a distance of ap- 
proximately 4% miles. 


Acquisition by the Atchison, Topeka & Santa Fe of control, by 
lease, of the Garden City, Gulf & Northern, which is controlled by 
=e —- Fe by stock ownership, has been approved by the Com- 
mission. 


The Commission has granted the application of the Cambria & 
Indiana for. extension of time in which to begin and complete con- 
struction of a short line of railroad in Cambria county, Pa., to serve 
coal mines. The company now has until Jan. 1, 1927, to. begin con- 
struction, and until Dec. 31, 1927, to complete the line. 


FINANCE APPLICATIONS 


The Rio Grande, Micolithic and Northern Railway has applied 
to the Commission for authority to construct a new line of railroad 
from Micolithic to a connection with the main line of the Southern 
Pacific, a distance of approximately 6 miles, in Hudspeth county, 
Texas. The applicant said the line would open up access to an area 
rich in metallic and non-metallic minerals and that from a military 
standpoint the line would be valuable in bringing transportation 
nearer to the Rio Grande border. 

The Gulf, Mobile & Northern has applied for authority to en- 
gage in transportation between Jackson, Tenn., and Paducah, Ky., 
by means of a trackage arrangement with the Nashville, Chatta- 
nooga & St. Louis. The applicant said it would connect at Paducah 
with the Burlington, the Illinois Central; the N. C. & St. L., and the 
Paducah & [linois, and that the arrangement would afford it ad- 
ditional gateways and provide another through route from the north, 
east and west to the Gulf. of Mexico. 

The International-Great Northern has applied for authority to 
issue $9,943,000 of first mortgage 5 per cent gold bonds, to sell 
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$6,000,000 of the bonds to Kuhn, Loeb & Co. at 92% per cent of par 
and accrued interest, and to pl e and repledge for short term loans 
the remainder of the issue. the total issue, $4,559,000 will be 
issued against cancellation of a like amount of 6 per cent first 
mortgage bonds, $4,179,600 will be issued to reimburse the com y's 
treasury for capital expenditures made in the period December 1, 
1923, to December 31, 1925, and $1,204,400 will be issued to reimburse 
the treasury for capital expenditures made and to be made in 1926. 


AGGREGATES TARIFF RULE 


The Commission, in a notice to the carriers, made public, 
June 29, announced the amendment of its tariff publication rule 
intended to enable the carriers to protect themselves against 
unintentional violation of the aggregate of intermediates part of 
the fourth section. The notice is as follows: 


3 a notice dated March 28, 1925, the Commission announced the 
adoption of a rule to be known as paragraph (c) of Rule 56 of Tariff 
Circular 18-A. Responsive to the recent petition filed by carriers the 
said rule has been amended to read as follows: 

(c) In order to facilitate the publication of rates which will be 
in accord with the aggregate of intermediates provision of the Fourth 
Section of the Act carriers may incorporate the following provision 
in any tariff containing joint rates without first securing authority 
to do so from the Commission, provided that if the tariff also con- 
tains local rates the application of the rule will clearly show that 
the rule applies only in connection with joint rates: 

“Carriers have endeavored to publish herein = rates which 
do not exceed the aggregate of the intermediate rates tween points 
between which there is an actual movement of traffic, but if there 
should be in this tariff any through rate which is in excess of the 
aggregate of intermediates, or if through subsequent change in an 
intermediate factor the through rate is made higher than the ag- 
gregate of intermediates in violation of the provisions of the fourth 
section of the act, carriers will reduce such through rates to the 

sis of the combination of intermediate rates on one day’s notice 
under authority of Rule 56 of Tariff Circular 18-A of the Interstate 
Commerce Commission, on any commodity between points between 
which there is a movement or a prospective movement of that com- 
modity. The publication of such reduced rates will be made within 
30 days after such unlawful rates come to carriers’ notice. Carriers, 
parties to this tariff, whose through rates over the route of move- 
ment are higher than the aggregate of the intermediates over that 
route, further agree that on all shipments on which the _ higher 
through rates named in this tariff for that route have been. charged, 
application will be made promptly to the Interstate Commerce Com- 
mission for authority to award reparation to the basis of the aggre- 
gate of intermediates in effect on date of shipment. (See note 1.) 

‘Note 1—Carriers or shippers who discover combinations which 
result in lower charges than through rates named herein, should 
promptly report such cases to the publishing agent of this tariff, 
showing the through rate and the item or e where it is found 
together with the separate factors which make up the combination, 
giving tariff reference by item or page, where possible, for each. 

The above rule may not be used in connection with local rafes 
until special permission to do so has been approved by the Com- 
mission we filing of an appropriate Six Section application. 
The schedule published under authority of such special premission 
shall contain the following: 

“This rule is published by authority of special permission No..... ‘ 
issued by the Interstate Commerce Commission (date).’’ 

The failure to publish and file reduced through rates as provided 
herein, within thirty days from the date that said rates are brought 
to the attention of the carriers parties thereto, or any of them or 
their agents, will be considered by -the Commission as sufficient 
ground for the issuance of an amendment to the above rule prohibit- 
ing its use in connection with such carriers as may fail to observe 
its provisions. In placing this rule in tariffs carriers must strictly 
adhere to the wording of the rule as no modification thereof will be 
permitted. 





HIGH EXPLOSIVE EXPERIMENTS 


The Commission, by division 5, in No. 3666, the case in 
which it considers regulations for the transportation of explo- 
sives by freight, has given special series A permits to make 
shipments of high explosives in a new type container not con- 
forming to its shipping container specification No. 14. The 
new container has been developed by a special committee of the 
Institute of Makers of Explosives. According to the permission 
issued by the Commission the new type container has passed 
every qualifying laboratory test showing that it has strength 
equal to or greater than the standard wooden box container 
similarly tested and prescribed in specification No. 14. 

The committee desires to test out the new container and 
the special series A permits issued in accordance with this order 
allows the duPont Company, the Atlas Power Company and the 
Hercules Power Company to make shipments in the new type 
container, notwithstanding it does not conform to the specifica- 
tions, between points mentioned in the order, between June 25, 
the date of the order, and September 1. The initial carriers are 
also authorized, on one day’s notice, to make effective tariffs 
permitting them to carry these experimental shipments, having 
origin dates within the period mentioned. 

Records are to be kept by both consignors and consignees 
and furnished to the Bureau of Explosives of the American Rail- 
way Association, the consignor, as to packing characteristics 
of the carloads shipped and by the consignees as to the condi- 
tion in which the shipments arrived 

For purposes of comparison, one-half of the shipments under 
these special permits are to be made in the approved container 
and one-half in the special type containers. 


CHANGE IN DOCKET 


Argument in valuation dockets 355, 418, 3, 361, 371, 458, 459, 


460, 464, 486 and 631, assigned for June 28, at Washington, D. C., 
was canceled. 
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WESTERN DIVISIONS CASE 


Attorney-Examiner W. A. Disque has brought to an end, so 
far as now known, No. 15234, Divisions of Freight Rates in the 
Western District, initiated by the Commission something more 
than two years ago, because a number of railroads that did not 
wish to appear as formal complainants, desired the Commission 
to obtain for them larger divisions out of transcontinental rates. 
When the last word had been spoken by accountants and traffic 
managers, the examiner said the railroads should meet in con- 
ference and settle their differences without forcing the Commis- 
sion to make a decision. While he said he had not been in- 
structed to speak for the Commission, he said he was strongly 
of the opinion that the Commission would be pleased were the 
carriers to settle the controversy among themselves. 

The particular phase under consideration at the time the 
conference suggestion was made was the controversey between 
the railroads in the Western Trunk Line and the Southwestern 
Lines territories. The case, having been instituted by the Com- 
mission on its own motion, was carried on without either set of 
lines appearing as complainants or respondents. However, the 
trend of testimony and remarks of counsel indicated that the 
Western Trunk Line carriers, in effect, were complainants seek- 
ing a larger revenue, in the first instance, and that, while the 
case was going on, the Southwestern Lines appeared as cross- 
complainants demanding larger divisions for themselves on the 
mileage pro rate basis, for instance. In its essence, the case is 
as to the shares the two sets of carriers shall have out of the 
through rates for joint service, Kansas City and St. Louis being 
the points on the line dividing the sections, and the points on 
which divisions are generally calculated. 

After the ‘witnesses had been heard the subject was dis- 
cussed informally. All the representatives of the railroads, 
nominally, were willing to confer, but Disque believed that it 
would be better, inasmuch as it was not a complainant-respond- 
ent case, for the Commission to suggest a conference rather than 
expect one side or the other to make that sort of a move, which 
might be interpreted as expressive of doubt, on the mover’s part, 
as to the strength of its case. 

Prior to the informal conference stage of the matter both 
sides expressed a willingness to drop the formal docket case, 
but nothing definite was done on any phase, Disque’s suggestion 
being the only definite outcome on the peace phase of the sub- 
ject. Attorneys for the contending parties, informally, said they 
would consult with their principals, informing them as to the 
status of the matter and suggest that they be authorized to pro- 
ceed on the theory that the controversy could and should be 
settled by the carriers, without forcing the Commission to make 
a decision. . 

Prior to the testimony pertaining to rates in which the West- 
ern Trunk Line and Southwestern Lines territories were inter- 
ested, the testimony of lines in disagreement about the division 
of transcontinental rates was taken. The record consists of 
6,000 or 8,000 pages of testimony. So as to keep the record 
straight, Disque fixed October 15 as the time for the filing of 
briefs and October 30 as the time for filing reply briefs. - An 
informal suggestion was that the attorneys should prepare briefs 
for each other, as the basis for a peace by negotiations, in ad- 
vance of any effort to prepare briefs for the Commission. The 
thought seemed to be that, the Commission having indicated as 
pointedly as it could that it would be pleased to be relieved from 
the necessity of going through the record and making formal 
disposition of the issues, the carriers would be able to relieve it 
of that duty and, in that way, enable it to discontinue the formal 
docket case, without any further proceedings. 





GASOLINE FINDING AFFIRMED 
In a proposed report on No. 14127, J. M. McLeod et al. vs. 
Texas & Pacific et al., Examiner W. M. Carney said the Com- 
mission, upon further hearing, should affirm the findings in the 
former reports, 89 I. C. C. 356 and 100 I. C. C. 219, that the 
rates on gasoline from points in Texas and Oklahoma to desti- 
nations in California and Washington were applicable and not 
unreasonable. The shipments were made between August 26 
and December 31, 1920. The complaint alleged the rates were 
unjust, unreasonable, inapplicable, and in violation of the aggre- 

gate of intermediates part of the fourth section. 


FURNITURE RATE UNREASONABLE 
A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Harry C. Ames in No. 
17254, Memphis Furniture Manufacturing Company vs. Illinois 
Central et al., as to a rate of 81 cents, charged on three car- 
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loads of metallic couch frames, folded flat, from Chicago, II1., 
to Memphis, Tenn. The complaint alleged it was unreasonable, 
unjustly discriminatory, and, as compared with the rates con- 
temporaneously maintained on kitchen safes, k. d., in the white, 
or shellacked, from and to the same point, unduly preferential 
of the latter traffic, to the extent that it exceeded 59.5 cents. 
Ames said the Commission should find the assailed rate unrea- 
sonable to the extent it exceeded 61 cents and award reparation. 


_ CHARGES FOUND INAPPLICABLE 

A finding of inapplicability and an award of reparation have 
been recommended by Examiner W. R. Brennan, in No. 17993, 
Chase & Co. vs. Charlotte Harbor & Northern et al., as to 
charges assessed for re-icing a carload shipment of oranges at 
Potomac Yards, Va., in April, 1925. The complaint alleged 
that the charges were unjust and unreasonable and that Rule 
225 of Dearborn’s I. C. C. No. 1 was unjust and unreasonable. 
The examiner, however, found merely that a charge of $4:05 
was not applicable, wherefore there was no need to inquire as 
to the quality of the rule. 


LUMBER CHARGES UNREASONABLE 


Attorney-Examiner John McChord, in No. 17738, Brookhaven 
Lumber and Manufacturing Company vs. Mississippi Central, said 
the Commission should find charges on lumber, in transit to the 
complainant’s mill at Dreyfus, Miss., unreasonable to the extent 
that the charges assailed exceeded those that would have ac- 
crued on inbound logs measured by a ratio of 4 pounds of logs 
inbound to 1 pound of lumber outbound. He said the Mississippi 
Central should be authorized and directed to waive the collec- 
tion of charges for which it had made demand. The complaint 
alleged that the charges for the transportation of inbound logs 
to its mills based upon a ratio of 3,000 pounds of inbound log 
for each 1,000 pounds of lumber manufactured from the logs 
and shipped over the defendant’s line, were unjust and unrea- 
sonable to the extent the charges exceeded those that would 
have accrued based on a ratio of 4 to 1. The Commission was 
asked to require the cancellation of undercharges accrued under 
the ratio of 3 to 1 to the extent that they exceeded those which 
would have resulted from the use of a ratio of 4 to 1. 


TIES WERE MISROUTED 

Examiner W. A. Hill, in No. 17832, W. E. Goff vs. St. Louis- 
San Francisco et al., has recommended a finding that nine car- 
loads of wooden ties shipped from Seneca, Mo., to Picher, Okla., 
in March, April, May and June, 1924, were misrouted. The com- 
plaint alleged that the rate charged was inapplicable. There 
was a conflict in tariff which caused the misrouting for which 
the examiner said the carriers should be held responsible. 


TIN CAN RATE CASE 


Examiner E. P. Hurley, in No. 17649, Charles E. Nelson, 
trustee, Pleasant Valley Farms and Morey Condensery Co. vs. 
Chicago, Milwaukee & St. Paul et al., has proposed that the 
Commission find a rate of 25 cents, on a 20,000 minimum, on 
tin cans, from Chicago to North Prairie, Wis., between Novem- 
ber, 1922, and November, 1924, unreasonable to the extent it 
exceeded 21.5 cents and award reparation to that basis. : 


REPARATION BY WAIVER 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner E. P. Hurley, in No. 17853, 
Hyman-Michaels Company vs. Atlantic Coast Line et al., as to 
a rate charged on a carload of rosin from Pig Point, Va., to 
Schenectady, N. Y., in December, 1923. The examiner said the 
Commission should find that the applicable rate of 103.5 cents 
was unreasonable to the extent it exceeded 52 cents. Charges 
were collected at the rate of 43.5 cents, and the carrier is now 
trying to collect at the second class rate of 88.5 eents. The 
examiner said, however, that the second class rate was not ap- 
plicable but that on the contrary the first class rate on account 
of the method of shipment was applicable. He recommended 
reparation by means of waiver of the outstanding undercharges. 


PROPOSES TRANSIT AT MEMPHIS 


Examiner Morris H. Konigsberg, in No. 17366, American 
Grain & Hay Company et al. vs. Illinois Central et al., says the 
Commission should find the. failure of the defendants to maintain 
joint through rates with transit arrangements on grain and grain 
products from points on the Illinois Central in Iowa, Illinois, 
Minnesota and Wisconsin to destinations in Arkansas and Texas, 
south of Brinkley, Ark:, via Memphis, unreasonable and unduly 
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prejudicial. He said it should find the rates unreasonable and 
unduly prejudicial to the extent they exceed the joint through 
rates contemporaneously maintained from the same points of 
origin to the same destinations via Cairo, East St. Louis and 
Gale, Ill. He said the Commission should further find that the 
failure to afford the same transit arrangements at Memphis as 
were contemporaneously accorded in connection with the through 
rates via Cairo, East St. Louis and Gale resulted in undue preju- 


dice to Memphis and unduly preferred Cairo, East St. Louis and 
Gale. 


RATES ON LUMBER, ETC. 


Examiner C. K. Glover has recommended dismissal of the 
complaint in No. 17604, Alexandria (La.) Chamber of Commerce 
vs. Missouri Pacific et al., on a proposed finding that rates on 
lumber and atricles taking the same rates from Alexandria, La., 
to Beaumont, Orange and Port Arthur, Tex., were not shown 
to have been or to be unreasonable or otherwise unlawful. 


SUGAR RATE INAPPLICABLE 


An award of reparation has been recommended by Examiner 
E. J. Murphy in No. 17685, Williamson-Halsell-Frazier Company 
vs. C. R. I. & P. et al., on a proposed finding that a rate charged 
on a carload of sugar from Oklahoma City, Okla., to Indianapolis, 
Ind., shipped June 21, 1920, was inapplicable. He said the Com- 
mission should find that the charges collected at the fifth class 
combination rate ‘were inapplicable to the extent. they exceeded 
charges based on a rate of 55 cents, which was applicable. 


KEROSENE SHIPMENT MISROUTED 


Examiner Harry C. Ames has recommended an award of 
reparation in No. 17883, Kanotex Refining Company vs. Santa 
Fe et al., on a proposed finding that a carload of kerosene from 
Arkansas City, Kan., to Des Moines, N. M., was misreuted. 


COAL WEIGHING RULES 


Examiner William A. Maidens has recommended the dis- 
missal of No. 17396, C. U. Downing & Sons vs. Director-General, 
on a finding that the rules, regulations and practices relating 
to the weighing and reweighing of bituminous coal, in carloads, 
are not unreasonable or otherwise unlawful. He said it should 
find the rates charged on one carload of coal from Thacker, 
W. Va., to Indianapolis unreasonable and award reparation. 

This report also includes Sub. No. 1, Peoples Coal & Cement 
Co. vs. Lake Erie & Western R. R. Co. et al.; Sub. No. 2, Mun- 
cie Oil & Coal Co. vs. Lake Erie & Western R. R. Co. et al.; 
Sub. No. 3, Fred Goepper & Son vs. Cincinnati, Indianapolis & 
Western R. R. Co.; Sub. No. 4, W. H. Sherry & Son vs. Chesa- 
peake & Ohio Ry. Co. et al.; Sub. No. 5, Syler & Syler vs. 
Baltimore & Ohio R. R. Co. et al.; Sub. No. 6, J. M. Clark Coal 
Co. vs. Wabash Ry. Co. et al.; Sub. No. 7, J. W. & B. D. Glas- 
cock Co. vs. New York, Chicago & St. Louis R. R. Co. et al.; 
Sub. No. 8, M. J. McGuff Coal Co. vs. Pennsylvania R. R. Co. et 
al.; Sub. No. 9, Fred, Carl V. & Earnest Spicklemier vs. Cleve- 
land, Cincinnati, Chicago & St. Louis Ry. Co. et al. 

The complainants are retailers of coal at Tipton, Indianap- 
olis, Muncie, Connersville, Nappanee, and Lafayette, Ind. They 
alleged the charges assessed on coal shipped between January 
10, 1920, and February 20, 1924, from mines in West Virginia, 
Illinois, Pennsylvania, Indiana, Ohio and Kentucy, resulted in 
charges which were excessive and illegal. The carriers intro- 
duced no evidence at all. The question was as to whether 
under the rules the proper charges had been assessed. In only 
one case did the examiner say that the railroads were in error. 
In that case, Sub. No. 9, Fred, Carl V. and Earnest Spicklemier 
vs. Cleveland, Cincinnati, Chicago & St. Louis et al., the ex- 
aminer said, the Commission should find the shipment was over- 
charged to the extent of $6.64. 


FUEL OIL REPARATION 


Examiner A. S. Parker, in a report on No. 17243, Mackintosh 
Mines Company vs. Eureka Nevada Railway et al., said the Com- 
mission should find rates charged on fuel oil, in tank carloads, 
from Oleum, Calif., to Eureka, Nev., between February and 
October, 1923, were inapplicable and that the applicable rates 
were unreasonable. Further, he said, it should find the esti- 
mated weight per gallon used in determining charges for trans- 
fer at Palisade, Nev., and transportation. therefrom to destina- 
tion was also inapplicable and award reparation. The shipment 
moved over the Southern Pacific to Palisade and over the 
Eureka Nevada, a narrow-gauge line, beyond. No. joint 
through rate was in effect. Charges were collected in the full 
shell gallon capacity of the tank cars at the combination rate 
of 38.5 cents to Palisade and 45 cents beyond, estimated weight 
7.75 pounds per gallon, plus a charge of 50 cents per net ton 
for transfer to narrow-gauge equipment at Palisade. The ex- 
aminer said the Commission should find that the applicable rate 
of 82.5 cents beyond Palisade was unreasonable to the extent it 
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exceeded 45 cents. The examiner said that the estimated weight 
of 7.4 pounds per gallon should have been used instead of 7.75 
pounds and that the rate covered the transfer service. 


WINDOW GLASS RATES 


Examiner Arthur Kettler, in No. 17287, American Window 
Glass Company vs. Atchison, Topeka & Santa Fe et al., said the 
Commission should find rates on window glass, carloads, from 
Hartford City, Ind., to Kansas City, Mo., Omaha, Neb., Sioux 
City, Ia., Yankton, Watertown, Aberdeen S. D., and Fargo, N. D., 
unreasonable and unduly prejudicial, but not unlawful, to Sioux 
Falls, S. D., St. Paul, Minneapolis and Duluth, Minn. He said 
the Commission should find the rates from Hartford City were, 
and for the future would be, unreasonable and unduly preju- 
dicial to the extent they exceeded 44.5 cents to Kansas City and 
Omaha, 46 cents to Sioux City, 60 cents to Yankton, 64 cents 
to Watertown, and 70 cents to Aberdeen and Fargo. The com- 
plaint covered rates to other points than those mentioned, but 
the examiner said the record did not warrant a finding in respect 
to the other points. 


SELMA COMMODITY RATES 


Examiner Morris H. Konigsberg, in a proposed report on 
No. 13857, Chamber of Commerce of Selma, Ala., vs. Alabama 
Great Southern et al., said the Commission should find com- 
modity rates from Ohio and Mississippi river crossings and 
Nashville, Tenn., to Selma, Ala., not.unreasonable but unduly 
prejudicial to Selma and preferential of Meridian, Miss. He said 
the undue prejudice should be removed by the establishment 
of commodity rates to both points, on a parity or relationship 
as prescribed for the corresponding class rates in Southern Class 
Rate Investigation, 100 I. C. C. 513. 


RICE RATES UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner R. L. Shanafelt, in No. 17456, 
Seaboard Rice Milling Company vs. Atchison, Topeka and Santa 
Fe et al., as- to the rates on rice, carloads, from points in Lou- 
isiana and Texas to destinations in Oklahoma, transited at Gal- 
veston, Tex. He said the Commission should find the rates in 
question unreasonable in accordance with its decision in Alton 
Mercautile Co. vs. A. & W. Ry. Co., 95 I. C. C. 645, and 98 I. C. C. 
581. He said the intervening petition of the Orange Rice Mill 
Company should be dismissed for lack of prosecution. 


SECURITIES OF G.N.& A. 


In a proposed report in finance docket No. 5897, securities 
of Graysonia, Nashville & Ashdown, Examiner G. M. Eddy has 
recommended that authority be granted to the applicant to issue 
$100,000 of stock and $100,000 of general mortgage bonds. .The 
applicant asked for authority to issue $300,000 of common capital 
stock and $300,000 of general mortgage bonds, in connection 
with acquisition of the line of railroad between Ashdown and 
Nashville, Ark., a distance of approximately 27 miles. The line 
formerly belonged to the Memphis, Dallas & Gulf. The exam- 
iner found that the total capitalizable assets amounted to $196,- 


826.92, which, he said, should be equally divided between stock 
and bonds. 


TENTATIVE VALUATION REPORTS 


Avon, Geneseo & Mount Morris Railroad Co., as of June 30, 1918, 
owned but not used, $497,250, of which property valued at $475, 000 
is leased to the Erie. 

Atlantic City & Shore Railroad Co., and Atlantic City & Ocean 
City Railroad Co., as of June 30, 1916, total owned, $371,181; total 
used, . $1,296,181. Included in the total used figure is $210, 000 for final 
value of Atlantic City & Ocean City, and $715,000 for property leased 
enn bg Jersey & Seashore. 

Paso Southern Railway Co., as of June 30, 1918, owned and 
aia Sis. 233. 

Western Railway of UT ee as of June 30, 1918, total owned, 
$6,079,784; total used, $6,017,059. 

The Elmira and Lake Ontario Railroad Seegaur as of June 30, 
1918, total owned, $4,000,000; total used, $4,013,284. 

The Delaware, Maryland and Virginia Railroad cpespeny, as of 
June 30, 1918, total owned, $1,700,000; total used, $1,702, 

The Connecting Terminal Railroad Company, as pou 30, 1917, 
total gvned, $1,176,031; total used, $1,125,000. 

rth Amboy and Woodbridge Railroad Company, as of June 30, 
1918, ‘total anak: $1,002,415; total used, $1,000,000. 

The Winfield Railroad Company, as of June 30, 1917, total owned, 

$21,366; total used, $171,366 


FINAL VALUATION REPORTS 


Valuation docket No. 471, Oakdale'& Gulf Railway Co., opinion 
> B-306, 110 I. C. C. 532- 48, final value for rate-making purposes 
roperty owned and used for common carrier purposes found to 
be Hi, 530, and of property used but not owned, $63,000, as of June 30, 


satin docket No. 472, Pong | ret. Holston and Western Rail- 
road Co., opinion No. B-310, 110 I. C. 583-94, final value for rate- 
makin purposes of property owned ‘cont used for common carrier pur- 
poses Toned to be $572,500, as of June 30, 1916 

Valuation docket No. 438, Tennessee, Alabama & Georgia, opinion 
No. B-311, 110 I. C. C. 595- 617, final value for rate- -making purposes, 
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owned and used for common carrier purposes, $1,372,809, and’ property 
used but not owned, $50,000, as of June 30, 1917. 

Valuation docket No. 419, Ferdinand Railroad Co., opinion No. 
B-315, 110 L. C. C. 650-61, final value for rate-making purposes of 
property owned and used for common carrier purposes found to be 
$84,280, as of June 30, 1917. ' 

Valuation docket No. 424, Wyoming & Missouri River Railroad 
Co., opinion No. B-313, 110 I. C._C. 627-39, final value for ratemaking 
purposes of property owned and used for common carrier purposes 
found to be $150,414, as of June 30, 1919. 

Valuation. docket No. 475, Kishacoquillas Valley Railroad Co., 
opinion No. B-314, 110 I. C, C. 640-49, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $141,775, as of June 30, 1917. 

Valuation docket No. 506, Waukegan, Rockford & Elgin Traction 
Co., opinion No. B-304, 110 I. C. C. 512-19, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $193,000, as of June 30, 1917. _ 

Valuation docket No. 537, Illinois Midland Railway, opinion No. 
B-312, 110 I. C. C. 618-26, final value for rate-making purposes of 
property owned and used for common carrier purposes found to be 
$18,500, and of property used but not owned, $4,800, as of June 30, 
1918. 





O’FALLON RECAPTURE CASE 
The Trafic World Washington Bureau 


Argument was begun before the Commission July 1 in the 
O’Fallon and Manufacturers’ railways’ recapture case in which 
the method of determining value for recapture purposes is in 
issue, as well as the question of whether the two roads are 
operated as a single system under the recapture provisions of 
the law. 

O. E. Sweet, of the Commission’s Bureau of Valuation, 
opened the argument. He explained how the figures in- the 
proposed report of Examiner Kelley had been obtained. He 
said it was found that the O’Fallon had earned more than six 
per cent but that the Manufacturers had not. It was also found 
that the two roads were not operated as a single system. 

Edgar E. Clark, counsel for the O’Fallon and the Manufac- 
turers, said that while only two small roads were involved in 
the proceeding, the principles of law, of interpretation of law 
and of administration of law involved were of “profound” mag- 
nitude.” Arguing in support of the contention that the two 
roads were operated as a single system within the meaning of 
the law, which was denied by the examiner, Mr. Clark said 
the roads admittedly were under common ownership, common 
control, common management, common officers and common 
general office employes. 

“We say that the intent of Congress is clear and that it 
never intended that in a case of this sort, where one part of the 
system, separately considered, is fortunately able to earn more 
than six per cent on the value of its carrier property and the 
other, separately considered, is not able to earn six per cent 
on the value of its carrier property, should be held at arm’s 
length from each other and penalized by taking so-called ex- 
cess earnings from the one and leaving to the other to do the 
best it can to avert bankruptcy in the face of adverse circum- 
stances which it can not control,” said Mr. Clark. 

“Nothing is found in the act which indicates an intent or 
purpose on the part of Congress to require the Commission to 
so interpret the law as to impel the Cemmission under circum- 
stances anything like those here present to segregate the prop- 
erties of a common owner and exact the pound of flesh from 
that portion which happens to be fortunate in the matter of 
earnings, leaving the-other portion, not so fortunately situated, 
with earnings that are possibly insufficient to permit it to 
properly perform its public service. The Congress may not be 
presumed to have intended to have this law so interpreted as 
to exact the largest possible toll from the carriers in the form 
of excess earnings.” 

Mr. Clark said the two roads were operated as a single 
system and that the owners were entitled to a reasonable re- 
turn and that they might not be compelled to take a loss on 
one part of the system and surrender a profit from the other 
part. He took up in detail findings of the examiner as to the 
value of the properties as a basis for recapture. He contended 
that recapture for a given year should be based on the fair and 
lawful value as of that year. 

W. G. Brantley, counsel for the southern group, President’s 
Conference Committee on Federal Valuation, attacked the pro- 
posed report as “fundamentally wrong.” He argued that the 
effort, as represented by the report, to find a short-cut method 
of valuation for rate-making purposes was without any statu- 
tory authority. He contended that valuations must be ascer- 
tained under section 19a of the act, for recapture and rate 
making, as to individual roads, and that any other valuation 
proceeding would be useless, because it would not be in accord 
with the law. - 

That the language of the proposed report of Examiner Paul 
J. Kelley in Finance Docket No. 3908, Excess Income of St. Louis 
& O’Fallon and Finance Docket No. 4206, Excess Income of Man- 
ufacturers Railway is “economically unsound and entirely un- 
worthy of a place in a report of this commission and that it 
should be stricken,” is the statement made by F. G. Dorety, gen- 
eral solicitor of the Great Northern, in a brief filed with the 
Commission. He said the report would violate the rules of 
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valuation as 
United States. 

Mr. Dorety said perhaps he should be content to leave the 
claims of the carrier upon the solid foundation of the authority 
of the Supreme Court, “without attempting to buttress them 
further by appeals to reason, constitutional principle or eco- 
nomic law,” but that certain statements of the examiner indi- 
cated such an inexplicable disregard of some of the simplest and 
most fundamental legal and economic principles that he could 
not let them stand unchallenged. 

Examiner Kelley’s declarations that capital would be at- 
tracted for investment in additional railroad facilities by assur- 
ing fair treatment of capital already invested and capital to be 
invested and that the method of ascertaining value adopted by 
him would result in yielding a fair return on every dollar in- 
vested, Mr. Dorety said, indicated a “peculiar oblivion” to the 
fact that railway rates were to a large degree competitive. Con- 
tinuing, he said, in part: 


laid down by the Supreme Court of the 


Not only must two railways between the same termini charge 
the same rates for the same service, but each of several widely 
separated railways carrying similar commodities must fix rates 
paid by its own producers and shippers with relation to the rates 
collected by the other railways for their producers, or its own 
field of production might shrivel or vanish. Railways even of iden- 
tical size and physical construction must vary widely as to cost, 
according to their period of construction. A railway built in 
1914 probably cost 50 per cent more than one built in 1895; and 
a railway built in 1924 would have cost at least 50 per cent 
more than one built in 1914, and over 100 per cent more than one 
built in 1895. If three competing roads had been built, one at 
each of the periods named, and each were “permitted” to earn 
a return on its own cost of what possible use could such a 
“permit” be to the more costly road? Of what avail would it 
be to permit it to charge $2, per cwt,, or to permit the medium- 
priced road to charge $1.75 per cwt., while restricting the low- 
cost road to $1.50 per cwt. The examiner overlooks the very 
obvious fact that the man whose rates are being fixed is not the 
man whose new capital is being attracted. You are fixing one 
man’s rates in order to attract another man’s capital. You are 
fixing rates on an existing road in order to induce construction 
of non-existing roads. . . The examiner says that if we give 
A a return on his dollar, B will be induced tov invest because 
assured of a return on whatever cost he may incur. But he en- 
tirely overlooks the fact that B must compete with A’s rates. 
Whatever rates we now fix for A will be the maximum measure 
of what B can collect in practical operation. 

A “permit” to B to collect higher rates is very far from being 
“the greatest assurance which can be held out to prospective in- 
vestors.” On the contrary, it is entirely valueless and no assur- 
ance whatever. The only assurance that can be given to B is the 
fixing of A’s rates at a level sufficient to pay interest upon the 
cost of the new plant. 


Mr. Dorety said the examiner’s assumptions as to the im- 
portance of attracting new capital to the transportation machine 
were sound but that they led not to a rate base equal to original 
cost but necessarily to a rate base at all times equal to present 
reproduction costs with proper adjustments for any existing de- 
preciation and appreciation. 

The varying purchasing power of the dollar was discussed 
at length by Mr. Dorety who said the examiner had overlooked 
that fact in the report. He said the Commission might devise 
a financial structure under which all risks and all gains and 
losses should be shared equally by all investors, but that it 
should not deny that adjustment in the total fair return which 
was demanded by economic law and the varying purchasing 
power of money. 

“If you deny such an adjustment in the railway industry, you 
cripple to just that extent the ability of the railways to compete 
for capital in the markets of the world with other forms of 
industry,” said he. 

Adoption of a rate base at all times equal to the present 
reproduction cost would make the closest possible approach to 
the operation of economic law in unrestricted industry and put 
the railroads on an even plane with all other industry in com- 
peting for capital on the open market, said Mr. Dorety. 

The examiner, he continued, seemed to do lip service to the 
Supreme Court decisions by quoting statements of the court to 
the effect that present costs must be “considered” and then pro- 
ceeding to “consider” and then utterly to ignore them. 

“His position,” said Mr. Dorety, “is remarkably like that of 
the small boy who was told to watch the molasses jug under the 
flowing spigot in a grocery store while his father served a cus- 
tomer. When the father returned and found the pitcher over- 
flowing and the floor deep with molasses, he irately exclaimed, 
‘Didn’t I tell you to watch that pitcher?’ and the boy explained, 
in poorer grammar than the examiner’s but with equal logic, 
‘Wasn’t I watching it?’” 


FURNITURE INVESTIGATION 


The Commission, by notice in No. 18323, the furniture in- 
vestigation (Traffic World, May 29, p. 1480) has asked the parties 
in interest in that matter to confer among and between them- | 
selves on points indicated in the notice and advise it as to what 
they think should or could be done. The notice follows: 


May 10, 1926, upon its own motion, the Commission entered an 
order of investigation, docketed as No. 18323 and entitled Investigation 
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of Rates on Furniture, embracing within its scope all rates, classifica- 
tions, rules, regulations, and practices applicable to the interstate 
transportation of furniture between all points in the United States, 
and all common carriers by rail and by rail and water subject to 
the interstate commerce act are made parties respondent. 

The order is framed in general and comprehensive terms. It 
embraces both carload and less-than-carload traffic,. all class rates, 
commodity rates, classifications, exceptions to classifications, ratings, 
descriptions, packing and loading requirements, carload minimum 
weights, and all other pertinent matters affecting the transportation 
of furniture and the charges therefor. Questions of straight and 
mixed carloads and of any quantity ratings and rates are included. 
It embraces all kinds and grades of furniture, whether household, 
office, store, church, school, theatre, or otherwise, and whether of 
wood, metal, fibre or reed, or of other material. 

The order is the result of the great diversity of tariff provisions 
governing the transportation of furnitue in and between different rate 
groups brought to the Commission’s attention in various cases. It 
is desired to develop as fully as possible the transportation and 
other characteristics of the commodity, the proportion or proportions 
of the general transportation burden of the country, or of territories 
thereof, which the commodity should bear, and such other pertinent 
matters as may be necessary in order to bring about such uniformity 
or such relationships in classification and tariff particulars in the 
different sections of the country, and upon such rate level or levels, as 
shall be just, reasonable, and otherwise in harmony with the act. 

Presumably, a considerable amount of time will be required by 
the representatives of the industry to collect, digest, and prepare 
data respecting weights and values per cubic foot and values = 
pound, average carloadings, volume and distribution of the traffic, 
liability to damage or loss, and various other pertinent matters, 
including the provisions of a large number of commodity tariffs, 
rate and other relationships as between different points or different 
rate territories, etc. The carriers, also pesumably will require time 
to make adequate prepartion for presentation of the case on their 
part. It is to be preferred that the case be assigned for hearings 
only when adequate preparation has been made by all interests as 
far as possible, and that the hearings, once commenced, may be 
prosecuted to a conclusion without intervening adjournments, if 
practicable. 

The respective interests are therefore requested to confer among 
and between themselves and to advise th Commission, as soon as 
may be, upon the following points: 

1, The appropriate date and place for the initial hearing, the 
places at which the subsequent several hearings should be had, and 
the approximate amount of time to be allowed for each such hearing. 

2. Whether the case can and will be presented, wholly or largely, 
by shipper and carrier committees, or whether assignments for hear- 
ing should make allowance for individual presentations. In this con- 
nection it is requested that the Commission be promptly adivsed of 
the names and addresses of such shipper and carrier committees, 
and of the representatives thereof, as may be appointed in the several 
territories, for the purposes of such preliminaries as it may be found 
desirable to arrange. 

8. What special article or articles, if any 
the generic term “furniture” could or should 
from the investigation? 

4. Any other appropriate matter. 

Estimates of time to be allowed for each hearing, or for the hear- 
ings in each territory, should take into account the fact that the 
submission of direct evidence On both sides is to be completed as each 
territory is reached, with a margin of time for such rebuttal as may 
be necessary. Interterritorial rates, etc., will be dealt with at such 
hearings as shall be deemed most suitable for the purpose, to be 
agreed upon by the parties if possible. The program will, if neces- 
sary, include an opportunity, at a final hearing, probably at Wash- 
ington, for rebuttal by any or all affected interests of such new mat- 
ter as may be int uced in evidence after any particular territory 
or Soariter’ oe See eve. been passed. 

e interested manufacturers of and dealers in furnitu 
the respondent carriers. individually and collectively, are seeuicien 
to accept this announcement as calling upon them to commence sea- 
soriably and prosecute diligently the respective preparations which 
will enable them to present to the Commission all the facts, circum- 
stances, and conditions relating to the transportation of furniture 
which they believe should be considered in and for the purposes of 
the investigation. It is suggested that the work of preparation and 
presentation would be. promoted by the formation of committees to 
guide the shippers by territorial or other groups or divisions, with 
resulting economy of time at the hearings and an attainment of the 
maximum coordination of efforts and results. 


ordinarily included in 
properly be omitted 





EXTENSION OF M. W. LINE 


The Commission has authorized the Minnesota Western 
Railroad Company to construct that part of a proposed exten- 
sion of its line from the present terminus at Lake Lillian to 
Montevideo, Minn:, but has found that public convenience and 
necessity do not require construction of that part of the pro- 
posed extension between Montevideo and Dawson, Minn. The 
company asked authority to construct an extension from Lake 
Lillian to Dawson, a distance of approximately 57 miles. It rep- 
resented that the proposed extension was necessary te serve and 
develop the territory it would traverse, to enable the company 
to improve service and reduce rates on its existing line, and to 
prevent ultimate abandonment of its railroad. 

The Great Northern, the Milwaukee and the Minneapolis & 
St. Louis opposed the application, declaring that the territory 
that would be tributary to the proposed extension was fully de 
en and adequately served by existing transportation facil- 

es. 

The Commission said the record showed that substantially 
all the business the applicant would get would be diverted from 
the other lines. It said the Minneapolis & St. Louis would not 
be affected materially if the extension stopped at Montevideo, 
and that representatives of the applicant said it would be willing 
to accept a certificate authorizing it to extend its line to that 
point. However, the Commission said, it was stated that it was 


still the applicant’s intention eventually to extend its line to _ 


Brookings, S. D. 


+. Among other things, the Commission said, the evidence 
showed that the applicant’s line, extending from a point near 
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Minneapolis to Lake Lillian, conceived as an enterprise to ex- 
ploit the value of certain lands in the western part of Minne- 
apolis, was built into a region already well supplied with trans- 
portation facilities; that the proposed extension would traverse 
a territory well developed agriculturally and having good roads 
and excellent railway service; that this territory would be little 
benefited by the proposed construction other than in the reduc- 
tion of the hauls of the railroads; that the proposed extension 
would develop little new traffic and that the main hope for the 
extension seemed to be in through business with the lines of 
the protestants. The Commission also said the evidence showed 
that the existing line might have to be abandoned unless the 
extension was permitted, and that such abandonment would be 
of serious consequence to a considerable number of people. 

The Commission said extension of the line as far west as 
Montevideo should place the applicant in a position to enjoy 
a maximum haul on traffic originating on its line and on the 
Electric Short Line Terminal Company’s line, and would tend to 
strengthen a weak carrier performing an important public 
service. 


ANTHRACITE INVESTIGATION 


A petition to widen the scope of the investigation in No. 
15006, in the matter of rates, regulations, rules and practices 
governing the transportation of anthracite coal, to embrace the 
rail rates applicable on ex-tidewater coal from New England 
ports to interior New England destinations, has been filed with 
the Commission by W. H. Day, on behalf of the New England 
Traffic League and various other New England commercial or- 
ganizations. In support of the petition, Mr. Day said: 





That the record shows that the Commission intended to make this 
roceeding all embracing. 

» That She all rail rates from mines in the states of Pennsylvania, 
Maryland, Virginia, West Virginia, Kentucky and Ohio are already 
embraced within the scope of the proceeling. 

That the rates from mines in said states to tidewater on _ trans- 
shipment coal, to wit, Jersey City, Philadelphia, Baltimore, and Hamp- 
ton Roads ports, are now embraced within the,scope of the proceed- 


That the rates on transshipment coal from New England ports to 
interior New England destinations, on coal originating at mines in 
said states, are not embraced in the proceeding. 

That any change in the aforesaid all rail rates would affect the 
movement of coal now moving at said transshipment rates, 

That petitioners have an interest in not only the all rail and 
rail and water rates but also in the rail, water and rail rates. 

That in order to make the proceeding all embrasive, and to con- 
servé the interest of petitioners, it is necessary that the Commission 
widen the scope of the investigation to embrace the rail rates appli- 
cable on ex-tidewater coal from New England ports to interior New 
England destinations, on coal originating in the aforesaid states. 


MAINE CENTRAL OPERATION 


The Commission has ‘granted an application of the Maine 
Central for authority to operate a proposed line of railroad from 
Bath to Woolwich, Me. The new line will be constructed by the 
state of Maine as part of a combination highway and railroad 
bridge across the Kennebec River. Under an agreement with 
the state, the carrier will share the cost of construction of the 
bridge and approaches, provided that the total cost thereof does 
not exceed $3,000,000, in the proportion of 55 per cent to the 
company and 45 per cent to the state, the company to pay its 
proportion, with interest at 4 per cent, in equal semi-annual pay- 
ments in a period of 50 years. At present the company is mov- 
ing its trains across the Kennebec River by ferry. It was 
represented that the payments to be made by the company would 
be considerably less than the cost of maintaining the present 
ferry service, that the running time of trains between Bath and 
Rockland and intermediate points would be greatly reduced, re- 
sulting in economies to the company through the reduction of 
overtime of train crews, etc., and that the removal of the exist- 
ing marine hazard would afford improved service to the public. 





EASTERN CLASS RATE CASE 


The Commission, in No. 15879, the Eastern Class Rate In- 
vestigation, has put out a notice to the counsel in that case, in- 
tended to simplify the briefing and presentation thereof. It is 
as follows: 


In accordance with an announcement heretofore made during the 
hearing in the above-entitled proceeding a tentative report will be 
issued in due course. The date for filing briefs has been fixed as No- 
vember 1, 1926. No reply briefs will be received. 

Because of the fact that the record in this proceeding covers 
nearly 12,000 pages, the provisions of Rule XIV (a) of the Com- 
mission’s rules of practice to the effect that “‘each brief should contain 
an abstract of the evidence relied upon by the party filing it’ will 
be waived, but counsel who desire to include such an abstract in 
their briefs will be at liberty to do so. Evidence referred to in briefs 
should, however, be indicated by the number of the record page or 
exhibit where such evidence appears. In all other matters of form 
briefs should comply with Rule XIV. 

The appearance list in this proceeding contains some 425 names 
but many persons listed thereon did not participate actively in the 
hearings and are interested only in certain particular aspects of the 
case. For this reason it appears inadvisable to apply the usual rule 
that counsel filing briefs must serve copies on all other parties 
or their attorneys who appeared at the hearing. Parties who desire to 
receive copies of briefs are therefore requested to advise the Com- 
mission, stating the names of the parties whose briefs they wish to 
receive, not later than September 1, 1926. Service lists will there- 
upon be complied and furnished to parties requesting them. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
ests of National 


(Digests taken from Reporters and Reporter 
System, published by West Puli Co., St. Paul, Minn. 
: Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of New Jersey.) Under P. L. 1912, p. 389, 
rule 26, and rule No. 40 of the Supreme Court abolishing demur- 
rers, points of law may be raised in the answering pleadings, 
and may be disposed of on a motion before trial—Lehigh Valley 
R. Co. vs. United Lead Co., 133 Atl. Rep. 290. 

Contracts which violate the provision of a statute are illegal. 
When there are a number of considerations, and one of them is 
illegal, the whole agreement is avoided; this doctrine being put 
upon the ground of the impossibility of saying how much or how 
little the void portion may have had as an inducement to the 
contract.—Ibid. 

The court will not aid either party to an illegal contract, but 
will leave the parties just where it finds them unless the legal 
part is separable from the illegal part.—Ibid. 

The contract sued on in this case, dated February 27, 1904, 
violates the statutes of the Congress of the United States and 
of the state of New Jersey. The consideration is based upon 
mutual interwoven and interrelated covenants, so the whole 
contract falls.—Ibid. 








Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 

| Copyright by West Publishing Co.) 

a 


LOSS OF OR INJURY TO GOODS 


(Supreme Court of Arkansas.) Whether chancery court has 
jurisdiction must be determined from allegations of complaint. 
—Graysonia, N. & A. R. Co. vs. Newberger Cotton Company et 
al, 282 S. W. Rep. 975. 

Complaint, in action against carrier and warehouse company 
for loss of cotton by fire, in possession of company claimed ac- 
cepted by carrier for shipment by delivery of warehouse receipts, 
and issuance of bills of lading and stating facts, which, if true, 
entitled owners to recover against carrier, or entitled owners 
to be subrogated to rights of carrier as against company under 
terms of its receipts, or allegations of negligence in causing 
loss, held to show jurisdiction in chancery court to prevent mul- 
tiplicity of suits, and to give owners an adequate remedy.—Ibid. 

Complaint, in action against carrier and warehouse company 
for loss of cotton by fire, in possession of company claimed 





accepted by carrier for shipment by delivery of warehouse re- 


ceipts, and issuance of bills of lading and stating facts, which, 
if true, entitled owners to recover against carrier, or entitled 
owners to be subrogated to rights of carrier as against company 
under terms of its receipts, or allegations of negligence in caus- 
ing loss, held to show jurisdiction in chancery court to give own- 
ers benefit of equitable doctrine of subrogation.—Ibid. 

Complaint, in action against carrier and warehouse com- 
pany for loss of cotton by fire, in possession of company claimed 
accepted by carrier for shipemnt by delivery of warehouse re- 
ceipts, and issuance of bills of lading and stating facts, which, 
if true, entitled owners to recover against carrier, or entitled 
owners to be subrogated to rights of carrier as against company 
under terms of its receipts, or allegations of negligence in caus- 
ing loss, held to show jurisdiction in chancery court for proper 
distribution of proceeds of insurance taken out by carrier on 
—_ cotton.and held in trust for benefit of those entitled thereto. 
—Ibid. Z 

Where cotton was placed in warehouse, which carrier had 
adopted as place for delivery to and acceptance by it of cotton 
to be shipped over its railroad, and carrier accepted warehouse 
receipts turned over to it by owners of cotton in lieu of cotton 
itself, and issued bills of lading therefor, and nothing remained 
for owners to do to complete delivery, held delivery creating 
relation of shipper and carrier from time bills of lading were 
issued and delivered to shipper.—Ibid. 


That bills of lading have been delivered contrary to Craw- 
ford & Moses Dig., Sec. 790, forbidding common carriers to 
issue bills, unless merchandise specified therein is actually on 
board cars, may be considered in connection with all other evi- 
dence in determining whether relation of shipper and carrier 
exists, under section 877.—Ibid. 
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Where carrier denied that it was liable to owners of cotton 
for which it had issued bills of lading, and which had been 
destroyed by fire in warehouse, and refused to make payments 
to owners, or to accept proceeds of insurance policies which it 
had taken out on such cotton, and proceeds were deposited in 
trust for those entitled thereto, court properly directed trustee 
to pay such money into registry of court for benefit of those 
who might be entitled thereto in action by owners against rail- 
road.—Ibid. 

Where clause in shippers insurance provided insurer should 
not be liable for merchandise shipped under bill of lading con- 
taining stipulation that carrier have benefit of any insurance 
thereon, carrier held not entitled to be subrogated to rights of 
assured under policies for loss sustained by it under bills of 
lading so providing.—Ibid. 

Written riders, attached to policy covering cotton consigned 
to shipper, held not to supersede clauses in original policy cov- 
ering cotton owned by shipper.—Ibid. 

Where bills of lading stipulated that carrier have benefit of 
shippers insurance, but shippers’ policy provided against liability 
for. merchandise shipped under bills containing such stipulation, 
loan agreement, whereby insurer advanced shipper value of lost 
cotton, to be repaid to extent of net recovery by shipper against 
carrier, suit for which shipper agreed to prosecute with diligence, 
held valid, and shipper might sue carrier for benefit of insurer 
thereunder.— Ibid. 

Crawford & Moses’ Digest, secs. 1825-1832, authorizing for- 
eign corporations to do business in state, does not apply to 
foreign corporations engaged in interstate business.—lIbid. 

Foreign corporations may maintain actions to enforce con- 
tracts, made in other states, without complying with Crawford 
& Moses’ Dig., secs. 1825-1832.—Ibid. 

Where bills of lading stipulated carrier should have benefit 
of shipper’s insurance, but shipper’s policy, executed out of state 
with corporation not authorized to do business in state and 
engaged in interstate business, provided that insurer should not 
be liable for merchandise shipped under bills containing such 
stipulations, action by shipper may be maintained for benefit of 
its insurer advancing shipper amount of loss under load agree- 
ment to return net proceeds covered against carrier, though in- 
surer had not complied with Crawford & Moses’ Dig., Secs. 1825- 
1832.—Ibid. 


(District Court of Appeal, Second District, Division 2, Cali- 
fornia.) Agent’s authority to ship goods held not to include 
power to limit their value, where such limitation did not affect 
carriage charges.—Scranton vs. Southern Pac. Co., 245 Pac. Rep. 
1102. 


Shipper held not bound, under interstate commerce act, 
sec. 20, by limitation of value in bill of lading, where evidence 
failed to show that shipment was within such statute.—Ibid. 

(Supreme Court, Appellate Division, Fourth Department.) 
General rule, as between seller and buyer, in absence of contrary 
intent, under personal property law, sec. 99, is that, on sale 
f. o. b. point of shipment, title passes from seller on delivery to 
carrier, and subject of sale is thereafter at buyer’s risk, notwith- 
standing reservation by buyer of privilege of inspection, and 
seller’s retention of right to determine whether bill of lading 
shall run to consignor or consignee.—Porter vs. Pennsylvania 
R. Co., 215 N. Y. Sup. 727. 

Provision of sale contract that acceptance of bill of lading 
shall constitute “completion of the sale” held to imply intent, 
under personal property law, sec. 99, that payment and passing 
of title should be concurrent.—Ibid. 

Parties’ practical construction of contract is always entitled 
to great weight, and may under certain circumstances become 
conclusive.—Ibid. 

Presumption that consignee is owner may be rebutted or 
overcome.—lIbid. 

Under personal property law, sec. 99, where grapes were 
shipped on order bills of lading consiged to seller, and giving 
buyer right to inspect, under contract providing that acceptance 
of bill of lading should constitute completion of sale, held that, 
in view of practical construction of contract by parties and 
seller’s payment of freight and demurrage, on buyer’s rejection 
of grapes, title remained in seller.—Ibid. 

Consignor, though not general owner, has sufficient interest 
in goods, where he has paid for carriage, to maintain action to 
protect his rights.—Ibid. 

Where cars of grapes were to be delivered by carrier to 
yard where perishable freight could be readily unloaded, held, 
that delivery to adjacent yard, where they could not be unloaded, 
with readiness to move cars promptly to proper yard when. 
ordered, was substantial performance of agreement to deliver, 
deviation being too slight to prejudice consignor.—lIbid. 

If carrier fails to perform its. duty to protect perishable 
goods on consignee’s neglect or refusal to do so, negligence of 
consignee and carrier are not concurrent, but successive.—Ibid. 

In view of U. S. Comp. St. Secs. 8604dd, 8604e (c) 8604uu, 
where goods are consigned to seller on order bill of lading, pro- 
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viding for notice to buyer and giving him right to inspect, buyer, 
as respects notice, at least, may be treated by carrier as a 
consignee.— Ibid. 


On consignee’s neglect or refusal to accept shipment, carrier 
may not abandon goods to destruction, or unnecessarily expose 
them, but is bound to exercise ordinary care in preserving them; 
extent of such duty depending on particular circumstances, to 
be determined as question of fact.—Ibid. 

Carrier’s duty to notify consignor of consignee’s neglect or 
refusal to accept goods is not absolute, but depends on circum- 
stances, and, where shipment does not contain consignor’s name 
and address, right to notice is slight.—Ibid. 


Carrier’s duty to notify consignor of consignee’s failure to 
accept shipment depends to some extent on consignee’s attitude, 
and if he simply neglects to accept shipment or unload goods, 
and promises to do so shortly, or gives other indication of that 
purpose, or if consignor receives notice from other sources, 
carrier may be excused from giving immediate notice.—Ibid. 


Provisions of railroad’s demurrage tariff, requiring notice to 
consignor when carload freight is refused at destination and 
unclaimed perishable carload freight is not disposed of shortly 
after notice of arrival is given consignee, adopted as basis for 
charges against shippers for demurrage, does not impose liability 
on carrier, or definitely fix its duty to notify shipper for his 
benefit in case of consignee’s failure to accept, but person un- 
familiar with tariff might have to rely on such notice.—Ibid. 


Whether carrier failed in its duty in not notifying seller of 
buyer’s refusal to accept shipment of- grapes held question of 
fact under the evidence.—Ibid. 


Measure of consignor’s damages for carrier’s failure to pro- 
tect perishable goods on consignee’s failure to take them is 
ordinarily measured by difference between value of goods at 
time and place they should have been delivered or otherwise 
protected and time of actual delivery, allowing reasonable time 
after arrival for delivery, particularly in absence of special con- 
tract.—Ibid. 

Under Cummins Amendment of 1915 (U. S. Comp. St. Secs. 
8592, 8604a), bill of lading provision that damages to shipment 
shall be computed on basis of invoice price is invalid, and con- 
signor is entitled to recover his actual loss on basis of value 
at place of destination.—Ibid. 


Where carrier neglected to protect perishable shipment of 
grapes on consignee’s failure to take them, consignor’s measure 
of damages must be applied at time defendant’s failure of duty 
began, taking into consideration consignee’s fault, and the 
actual loss due to carrier’s neglect, including freight, necessary 
expenditures, and interest, is correct measure of damages.—Ibid. 

(Supreme Court, Appellate Division, Second Department.) 
Generally the damages recoverable from carrier for loss of goods 
is their value at destination.—Kilthau vs. International Mercan- 
tile Marine Co., 215 N. Y. Sup. 718. 


Carrier cannot limit its liability for loss due to its negli- 
gence, where only one rate is offered to shipper, so that he has 
no. choice which can be made basis of an estoppel, whether such 


limitation is to an arbitrary sum or to invoice value of ship- 
ment.—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


Digests taken from R and of National 
; SP aeet Publishing © 


System, published b , St. Paul, 
ee Copyright by West Publishing Co.) 





(Circuit Court of Appeals, Fifth Circuit.) Evidence held in- 
sufficient to establish contract whereby United States Shipping 
Board Emergency Fleet Corporation agreed to reimburse owner 
of sailing vessel for losses sustained because of interruption of 
voyage, caused by proclamation of President forbidding sailing 
vessels to enter war zone.—United States Shipping Board Emer- 
gency Fleet Corporation vs. Turner et al., The Addison E. Bul- 
lard, 11 Fed. Rep. (2nd) 921. 

Sailing vessel’s release of part of cargo of oil, which it al- 
ready had on board, to charterers’ agents, when voyage was in- 
terrupted by proclamation of President forbidding sailing vessels 
to enter war zone, held not legal consideration for alleged sub- 
sequent agreement of Shipping Board Emergency Fleet Corpora- 
tion to reimburse owner of sailing vessel for losses sustained. 
—Ibid. 

Agreement by owner of sailing vessels not to sue agents 
of charterers for breach of charter party occurring when voyage 
was interrupted by President’s proclamation forbidding sailing 
vessels to enter war zone held not legal consideration for 
alleged contract of Shipping Board Emergency Fleet Corporation 
to reimburse owner of sailing vessel for losses sustained, where 
charter party was subject to charterer obtaining a permit.—Ibid. 
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Agreement not to litigate is not legal consideration for con- 
tract, unless a prima facie ground for litigation exists.—Ibid. 

(District Court, S. D. Florida.) In a suit by the charterer of 
barges to recover damages for injury to cargo from leakage, 
under a charter party providing. ‘“Seaworthiness warranted only 
so far as ordinary care can provide,” the libel must state facts 
which negative the exercise of due care by the owner.—Seminole 
Lumber & Export Co. vs. Bronx Barge Corp., 11 Fed. Rep. 
(2nd) 982. 

The presumption of seaworthiness arises in all cases of 
charter, and burden of showing unseaworthiness is on one 
alleging it.—Ibid. 

A charterer assumes the obligation to see that vessel is sea- 
worthy as to all defects which can be ascertained by inspec- 
tion.—Ibid. 

The purpose of an attachment in admiralty is to bring into 
court a respondent on whose personal service cannot be made, 
and an attachment is not warranted on a cross-libel.—Ibid. 


ACCUSED OF MISBILLING 

Charles W. Beardmore, operator of a sawmill at Priest 
River, Ida., on information gathered by William H. Bonneville, 
of the Commission’s bureau of inquiry, has been indicted at 
Cceur d’Alene, Ida., accused of misbilling cedar lumber as pine 
and thereby defrauding the railroads of the lawful rate and 
charge in amounts of approximately 12 or 13 cents per 100 
pounds, or $47.40 to $72.55 per car. There are twenty counts, 
each carload being set forth as a count in the indictment. The 
shipments on which false billing was alleged were made from 
Priest River to destinations in Connecticut, Massachusetts, New 
Jersey, Wisconsin, Iowa and Illinois. 

Each count alleged that Beardmore “unlawfully did know- 
ingly and wilfully by false billing and false representations, 
obtain transportation in interstate commerce of said property 
at a rate and charge which were less than the lawful rate and 
charge then established and in force on the lines of transporta- 
tion, and was then and there guilty of fraud.” The shipments, 
according to the indictment, were spread over a period of ap- 
proximately ten months. The misrepresentation to the Great 
Northern, the originating carrier, was said to have been made 
in shipping orders. They were alleged to purport to cover ship- 
ments of pine, when as a matter of fact the lading was cedar 
on which a higher rate was applicable. 


WOOL RATE CASE 


The Traffic World Washington Bureau 

In exceptions to the proposed report in No. 13272, Boston 
Wool Trade Association vs. Arizona & New Mexico et al., and 
No. 14787, Wool Rates Investigation, 1923, H. A. Davis, manager 
of the transportation department of the Boston Wool Trade 
Association, said the report “has for its effect the limiting, the 
preventing, and the discouraging of movement of wool via the 
(Panama) canal.” (See Traffic World, June 12, p. 1582.) 

Mr. Davis said the members of the association could ship 
wool “from practically any part of the world to Boston on 
through rail and water bills of lading with this one exception 
of the Panama Canal, which the American people built and paid 
for, and we are told by the examiner that he thinks it is not in 
the public interest to recommend promoting through shipments 
via this route.” 

It was further averred in the exceptions that the examiner’s 
report failed adequately to handle the issues properly or ade- 
quately to outline the evidence on which complainant relied. 

“For example,” said Mr. Davis, “we cannot conceive of evi- 
dence more important or more controlling than the admission 
of the vice-presidents of the trancontinental roads, that they 
desired to see the canal lines regulated by this Commission. 
Not a reference is made to Ex. 133 in the report.” 

Mr. Davis also said no reference was made to a statement 
made by counsel for the Luckenbach Steamship Company in the 
hearing on the Gooding bill before the Senate interstate com- 
merce committee to the effect that the Luckenbach company 
was ready to be regulated by the Commission. This statement, 
he said, was called to the attention of the commissioner who 
hard the case. 

“If it is the policy of Congress to encourage water transpor- 
tation why should the Commission make the shipping of wool 
via the canal as burdensome as possible by not granting our 
contention?” said Mr. Davis. “If the Commission really wants 
to develop water competition, why not have the business done 
on an up-to-date through bill of lading basis; requiring the wool 
dealers to take out transit insurance in order to have protection 
at the coast?” 

Mr. Davis also declared that “we have clearly shown that 
the Commission has dried up the water competition via the 
canal, although the examiner won’t admit it. That the exam- 
iner’s report shows clearly the undue prejudice against the water 
traffic and an undue preference in favor of all rail traffic; also 
that it is contemplated to continue this unfair practice.” He 
also said that much of the evidence in the proceeding “has never 
been considered by the Commission.” 
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Terminal Freight Services and Allowances 


THE TRAFFIC WORLD 






‘Third of a Series of Sixteen Articles on This Subject, Written for The Traffic World, by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and Transportation, 
: University of Pennsylvania 


Lighterage and Floatage—Part II 


Free floatage of the commodities specifically excluded in the 
tariffs of the carriers from free lighterage is restricted, if the 
goods move in lots of less than six carloads in New York Har- 
por, to movement to and from the regular terminals of the 
railroads in the harbor. Since, in floatage, the goods are not 
transferred from cars to harbor craft, as in the lighterage serv- 
ice, but are carried in the original cars, the cars being merely 
shifted from the railroad tracks on land to the tracks on the 
floats, the carriers are able, without additional charge, to per- 
form floatage service between their own terminals in the harbor. 

The same goods, except bulk shipments of coal or coke, 
though excluded from free lighterage, may be floated in lots of 
six lots or more to or from points in the harbor lighterage limits, 
excepting to or from the regular railroad piers or track delivery 
stations in New York City proper, south of Twenty-third Street, 
provided the tariffs that quote the rates on which the shipments 
are transported do not specifically exclude the traffic from 
free floatage.* 

This privilege is applied on inbound traffic only when the 
six cars to be floated are at the rail termini of the carrier per- 
forming the floatage service at the time the order to float the 
cars is given. The tariffs of the carriers specifically prohibit 
the contracting for freight movements to include floatage de- 
livery. The arrangements for floatage deliveries must be made 
with the carriers performing the floatage service after the freight 
has arrived at the rail termini in New York Harbor. 

When free floatage service, as outlined above, is given to 
freight that does not receive free lighterage, it is required that 
at least six times the carload minimunft weight, as provided in 
the tariff or classification governing, be contained in the cars 
floated. This minimum amount of freight may be actually con- 
tained in less than six cars. When less than this amount is 
floated, an additional charge is made sufficient to increase the 
total allowance to the carrier. performing the floatage service 
to 3% cents a hundred pounds on a- minimum weight of six times 
the carload minimum. This allowance must not, except as pro- 
vided especially in the tariff governing, be less than $68 a ship- 
ment. If five carloads of freight, subject to a carload minimum 
of 30,000 pounds each, are floated in a single car float, the float- 
age allowance is computed as follows: . 


Actual weight floated, 30,000 x 5 = 150,000 pounds. 

Minimum for free floatage, 30,000 pounds x 6 = 180,000 pounds. 
sh charges: 150,000 pounds at 3%4c per hundred weight, 
52.50. 

Minimum charges on weight minimum: 180,000 pounds at 3%c 
per hundred weight, $63.00. 

Minimum allowance per float, excepting as shown below, $68.00. 


In this case, the charges applying on the shipment are in- 
creased sufficiently to give the carrier performing the floatage 
service at least $68, the floatage minimum, and $52.50, the 
amount of floatage, allowance, or the basis of the actual weight 
of 150,000 pounds at 3%4c a hundred pounds, or $15.50. 


An exception to the assessment of minimum charges on 
this basis is made when a car-float, in making one round trip, 
carries freight for one consignee or shipper in both directions 
to and from the float-bridge of the carrier performing the float- 
age service and the float-bridge of a private industry. In such 
cases the minimum quantity of freight or the minimum charge 
per float is required in one direction only. No charge is made 
for failure on the part of the consignee or shipper to furnish 
the required minimum number of carloads or minimum weight 
of freight for the return movement of the float. This exception 
applies only in case the industry does not detail the float for 
a longer period than twenty-four hours after its arrival at the 
float-bridge owned or controlled by the industry. Sundays and 
legal holidays are excluded in computing this twenty-four-hour 
period. Half holidays, however, are not excluded. The charge 
for deficiency in weight is applied to the part of the round trip 
to and from industrial float piers for which the least charge 
would be made if this exception were not applied. Thus, a round 
trip taking four 30,000-pound carloads in one direction and five 
30,000-pound carloads in the reverse direction would pay de- 
ficiency floatage charges on the basis of five cars of 30,000 pounds 
each. 

Freight loaded in tank cars receives free floatage service 
in lots of six or more cars or, if loaded in less than six cars, if 





1Brie R. R., I. C. C. No. 17722, Rule A-55, apd P. R. R., G. O.- 
I. C. CG. No. 14306, Item No. 284, Rule 95. 


the weight is 240,000 pounds or more. If the total weight of 
the shipment is less than 240,000 pounds, additional charges are 
made sufficient to increase the total floatage allowance to 240,000 
pounds at 31%4c a hundred pounds. This requirement also is 
subject, in case of round trips to and from private industrial 
float-bridges, to the exception described above in connection with 
general traffic. 

Shippers and consignees are required to load and unload 
all cars handled by car-floats that are to contain or have con- 
tained freight to which is extended free car-float service but 
which does not get free lighterage. 

When two or more car-floats are ordered to handle west- 
bound movements of freight from New York Harbor at one time, 
the minimum charges to apply are based on the total number 
of floats used for the movements at six times the minimum 
carload weights. This charge must be not less than $68 per 
float ordered. It is not required that the tonnage be equally 
divided among the floats.” 


Extra Lighterage Services 


Shipments of carload proportions that receive free lighter- 
age service when moving eastbound into New York Harbor, get 
two export lighterage deliveries free of charge, or one free ex- 
port lighterage delivery and one station delivery for export free 
of charge, provided the charges on each individual consignment 
are assessed at the carload rate in the quantities that the con- 
signees direct. This applies whether the consignments occupy 
separate cars or are loaded with other consignments in one car. 
Additional lighterage deliveries or any additional delivery to 
regular freight stations of the railroad performing the lighterage 
service of parts of the consignments from the same cars are 
charged for at the rate of 3144c a hundred pounds, subject to a 
minimum charge of $7.56 for each additional lighterage or sta- 
tion delivery. No deliveries other than one free delivery are 
made of consignments of lumber. The charges provided above 
are in addition to the regular freight charges. 

Export carload freight billed at export rates are charged 
for and the freight charges collected from the consignees on the 
basis of the domestic rates when split deliveries are made and 
part of the shipments are delivered at freight stations. On the 
presentation of conclusive evidence that the goods have been 
exported, readjustments are made to the basis of export rates. 
When parts of the shipments are not delivered to the steamship 
lines carrying the goods over seas via the railroad performing 
the lighterage service on the whole consignment, the consignees 
or the parties to whom the deliveries are made are required to 
furnish evidence to the carriers that the property has been ex- 
ported, showing the specific date, destination, and steamship 
carrying the goods, either by affidavit, by surrender of a true 
copy of the steamship company’s bill of lading, or by receipt of 
the steamship company for the goods. 

For the purpose of applying lighterage rules to traffic re- 
quiring more than one lighterage delivery, a shipment consist- 
ing of a full carload and a part carload in excess of the carload 
on which a carload rate is applied according to Rule 24 of the 
Official Classification is treated as one car. Extra towing 
charges are assessed on this traffic as for all other lighterage 
and floatage limits. A note to a typical rule governing Hghter- 
age service requiring more than one delivery provide that, when 
orders for the delivery of three or more parts of a shipment 
are received, the free deliveries are given to the parts of the 
greatest weights. 

The same rules as provided above in connection with the 
lighterage of eastbound freight requiring more than one export 
lighterage delivery are applied to eastbound traffic requiring 
more than one domestic lighterage delivery, except that, in- 
stead of two free export lighterage deliveries or one free export 
lighterage delivery and one free station delivery for export, 
domestic traffic gets either one free domestic lighterage delivery 
or one free station delivery. Extra deliveries are made at the 
same rates provided for export lighterage deliveries. 


Part Carload Deliveries of Export Traffic for Domestic 
Consumption 


When part of an export carload shipment is delivered for 
domestic consumption at the port, the entire carload is charged 
at the domestic rate, subject to the carload minimum provided 
by tariff or classification, or at actual weight if in excess of the 


Ibid, Rule A-55, Note; and Rule 95, Note 2, Item 291. 
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carload minimum, on the portion actually exported. The domes- 
tic less-than-carload rate, plus lighterage charge, if the goods 
are lightered, is assessed on the portion of the shipment deliv- 
ered for domestic consumption. 


Lighterage of Less-than-Carload Freight 


Commodities rated differently in carload and less-than-car- 
load lots, or those rated the same in any quantity, when re- 
ceived in less quantities than the minimum required for free 
lighterage, but are entitled to free lighterage when received in 
carload lots, may be moved by lighter at the option of the car- 
rier performing the service, subject to a charge of 3%c per 
100 pounds, with a minimum of $11.50 for each domestic ship- 
ment. A charge of 3%c per 100 pounds, subject to the minimum 
of $7.56 a shipment, is made for each import and export ship- 
ment. These charges are in addition to the rates applicable 
to or from the rail terminals of the carriers in the harbor. 
The tariffs of the carriers provide that less-than-carload ship- 
ments to be lightered must be billed to designated piers in order 
to be eligible to receive the service. 

An exception to this rule is made when the shipment con- 
sists of commodities rated differently in carload and less-than- 
carload, and those rated the same in any quantity, when the 
car containing the shipment is loaded to its full cubical er 
stowing capacity or when the weight equals or exceeds 30,000 
pounds. In such cases shipments have free lighterage service. 


If the freight charges to or from the point at which the 
lighterage service is performed in connection with less-than- 
carload shipments of freight, which is entitled to free lighterage 
service when shipped in carload quantities, plus the minimum 
lighterage charge of either $11.50 on domestic freight, or $7.56 
on import or export freight, or the cartage and ferriage charges, 
aggregates more than the carload minimum rate, the shipment 
receives the benefit of the minimum carload freight charge and 
the lighterage is performed free. The lighterage charges in 
such cases are deducted from the charges at which the freight 
is billed before the proceeds are divided among the carriers 
performing the line haul service. It is not added to the billing 
as in the case of less-than-carload lighterage charges. 


When less-than-carload shipments of commodities eligible to 
receive free lighterage, when shipped in carload lots, are re- 
ceived, westbound, with a carload or more of lighterage free 
freight from the same shippers at the same point and at the 
same time, lighterage charges are assessed at the rate of 3%c 
per 100 pounds, in addition to the rate applying from the port 
(New York). When shipments of the same sorts of traffic are 
received eastbound in the same car with a carload or more of 
lighterage free freight for the same consignee for delivery at 
the same point at the same time, the lighterage is performed. 

When articles, excepting those specifically denied lighter- 
age service, for which no carload weights or rates are provided 
in the Official Classification, are received in the following quan- 
tities, free lighterage service is granted: 


1. Full cubic capacity of car occupied. 

2. Full stowage capacity taken. 

3. Billed at 30,000 pounds or over. 

. Cotton in compressed bales in lots of 20,000 pounds or more. 


. Tobacco, in cases, barrels or hogsheads, in lots of 20,000 
pounds or more. - 
a 


Extra Charges for Lighterage of Heavy Pieces 
A scale of extra charges is provided for the lighterage of 
such extraordinarily heavy or bulky articles and all pieces over 
three tons in weight, as follows: 


Street car bodies. 

Tank cars. 

Launches or boats, and 
Railroad cars (floatage service). 


Articles weighing between three and twenty tons pay, in 
addition to the normal rate, a charge of 50c a ton, while pieces 
weighing from upwards of twenty tons to thirty-five tons pay 
$1.76 a ton extra. Shipments of articles over thirty-six tons 
each are lightered by special arrangements and at special rates 
made by the carriers performing the lighterage service. These 
charges are assessed either on gross or net tons, depending on 
which unit is used in rating the freight. The extra charges 
are added to the lighterage charge nominally deducted from the 
transportation rate before prorating by the carrier performing 
the service. | 

Allowances to Outside Lighters 


If other than railroad lighters are used to lighter heavy 
pieces (three tons or over), the following typical scale of maxi- 


mum allowances per net or gross ton is made by the terminal 
carrier: 


Pieces up to 3 tons, 60c. 
Pieces over 3 tons up to 20 tons, $1.10. 
Pieces over 20 tons up to 35 tons, $2.36. 


Minimum payment for any one lighterage delive containi 
single pieces weighing over 3 tons each, $20.00° 36 , ores 


Other freight weighing less than 3. tons, 3c per 100 pounds. 
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Street ear bodies, street cars complete or empty tank cars are 
allowed 3c a hundred pounds plus $15.00 a vehicle, subject to a 
minimum of $60.00 a lighter above the 3c a hundred weight allowance, 


Demurraye Charges on Marine Equipment 


The persons ordering or receiving car-floats, lighters, or 
barges or responsible for providing berths for the craft are 
responsible for demurrage charges if the vessels are held beyond 
the 48-hour free time period after the time the craft reports at 
the berths. Subject to a number of exceptions governing special 


deliveries and conditions, a typical demurrage rule provides as 
follows: 


When a car-float, lighter-or barge reports at its destination, 
shipper, consignee, ship-owner or ship agency permitting or receiv- 
ing the same, as the case may be, must provide a berth, and 48 hours 
from the time the car-float, lighter or barge reports, Sundays and 
full legal holidays excepted, provided same is on permit time, shall 
be deemed lay days without charge, after which demurrage shall 
accrue against each shipper, consignee, ship owner or ship agency, 
as the case may be, at the following rates per day of 24 hours or 
a fraction thereof, Sundays and holidays included: 

Car floats, $35.00. 

Steam or gasoline hoisting barges, when handling shipments 
any piece of which weighs up to 25 tons, $30.00. 

Heavy hoisting derricks, when handling shipments any piece of 
which weighs over 25 tons to 35 tons inclusive, $40.00. 

Other lighters or barges, $20.00. 

Or, at the option of this railroad, if no berth is provided or the 
car float, lighter or barge is not unloaded within the lay, or free 
days, the property may be removed to and stored in any public or 
licensed warehouse in New York Harbor, at the cost of the owner, 
and without liability on the part of this company, and subject to 
a lien for all lawful charges. 

Delivery of the property when covered by domestic bills of lading 


will only be made upon the payment or satisfactory guarantee of 
demurrage charges.* 


Average demurrage agreements similar to those used to 
govern the holding of railroad freight cars may be entered into 


between shippers and consignees using lighterage or floatage 
services. 


Terminal Allowances 


Allowances are made by the rail carriers to terminal com- 
panies, known in New York as the New York Harbor contract 
terminals, on all traffic excepting cordwood, grain or ice, on 
which special arrangements are made. These allowances are 
granted to the terminal roads on all-rail or rail-and-lake traffic 
on which through rates are in effect from or to the station of 


the terminal company. The allowances will be discussed in a 
later article. 


*Rule A-170, Erie Railroad, I. C. C. No. 17722, Supplements and 
Reissues. . 


OPERATING STATISTICS 


Operating statistics of Class I railroads, exclusive of switch- 
ing and. terminal companies, for April and the four months 


ended with April, compiled by the Bureau of Statistics of the 
Commission, show the following: 


Loaded car-miles—1,388,161,000 for April and 1,298,271,000 
for April, 1925; 5,519,285,000 for four months ended with April and 
5,207,872,000 for same period of 1925. 

Empty car-miles—800,732,000 for April and 712,594,000 for 
April, 1925; 3,124,674,000 for four months ended with April and 
2,815,473,000 for same period of 1925. 

Net ton-miles—36,317,000,000 for April and 33,571,000,000 for 
April, 1925; 148,066,000,000 for four months ended with April and 
139,483,000,000 for same period of 1925. 

Average number of locomotives on line—31,799 for April and 
32,652 for April, 1925; 31,878 for four months ended with April and 
32,777 for same period of 1925. 

Average number of freight cars on line—2,516,481 for April 
and 2,517,482 for April, 1925; 2,515,989 for four months ended with 
April and 2,515,666 for same period of 1925. 

Per cent unserviceable of total locomotives—17.2 for April and 
18.4 for April, 1925; 17.3 for four months ended with April and 
18.8 for same period of 1925. 

Per cent unserviceable of total cars-on line—6.7 for April and 
7.9 for April, 1925; 6.7 for four months ended with April and 7.9 for 
same period of 1925. 

Car-miles per car day—29 for April and 26.6 for April, 1925; 
28.6 for four months ended with April and 26.6 for same period 
of 1925. 

Net tons per loaded car—26.2 for April and 25.9 for April, 1925; 
ae four months ended with April, and 26.8 for same period 
of 1 : 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period June 
8-14, inclusive, was 268,778, as compared with 270,841 cars in 
the preceding period, accord®mg to the car service division of 
the American Railway Association. The average daily shortage 
was 31 cars, made up of 25 flat, 3 gondola and 3 hopper cars. 
The surplus was made up as follows: 


Box, 126,846; ventilated box, 3,143; auto and furniture, 15,695; 
total box, 145,684; flat, 3,592; gondola, 41,965; hopper, 34,106; total 
coal, 76,071; coke, 1,900; S. D. stock, 21,354; D. D. stock, 3,807; re- 
frigerator, 14,917; tank, 282; miscellaneous, 1,171; total, 268,778. 


Canadian roads reported a surplus of 22,390 cars, made up 


of 19,700 box, 160 flat, 1,450 S. D. stock, 770 refrigerator, and 310 
miscellaneous cars. 
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July 3, 1926 


SOUTHERN CLASS RATE CASE 
The Trafic World Washington Bureax 


Southern railroads have made a suggestion to the Commis- 
sion in No. 13494, the southern class rate investigation, which, 
if adopted, is expected to do away with the friction caused by the 
words, “shortest workable route,” as a rule for applying rates 
and making joint line arbitraries. At the time this was written 
the text of their proposal was not available. However, in brief, 
it is that the rule for computing distances for the application 
of the rates prescribed in that case shall be modified so as to 
allow the carriers to use the shortest actual distance between 
two points, plus 25 miles for each junction embraced in the 
route making the distance. 

Such a rule would displace the rule for computing distance 
carried in the supplementary report, 109 I. C. C. 300, and make 
joint-line arbitraries unnecessary. In their argument for the 
new rule, the southern railroads pointed out that each rule now 
in force for computing the distance between two points involved 
the exercise of judgment. The traffic officials want to be rid 
of the obligation to exercise judgment so that clerks can go 
ahead in the preparation of tariffs without referring such ques- 
tions to their superiors. 

It is a matter of common knowledge that tariff and traffic 
men, frequently, are unable to agree upon the distance between 
the two points over “workable routes” for the reason, among 
others, that the engineering department of a railroad, has been 
known to take out a switch connection between two roads at 
a given point and that no notice of the change in the physical 
condition has been given to the tariff or traffic department of 
one of the roads involved. 

Under the proposed rule, it is understood, the distance 
would be calculated over the shortest possible route regardless 
of whether freight ever had been interchanged at the junctions 
on such a route. The addition of twenty-five miles, the propos- 
ing roads asserted, would take care of all questions that might 
arise in connection with the feasibility of the route. 

The proposing carriers have made calculations and have 
come to the conclusion that the inflation caused by the addition 
of the twenty-five miles to cover the expense of transfer from 
one road to another would result in smaller additions to the 
rates for joint-line service than the scale of arbitraries in cents 
per 100 pounds. They know that such a rule would eliminate 
the necessity for any exercise of judgment as to what was a 
“workable route” or whether there had ever been any inter- 
change at a given point. The application of the rule would de- 
pend upon the mere physical fact that two lines come into con- 
tact with each other at a designated point and that the distance 
via that point makes the shortest route between two points. 

It is the intention of the Commission to circulate copies of 
the petition of the southern carriers with the following notice, 
signed by Chairman Eastman, attached: 


The southern carriers have filed a petition, which has been served 
upon all parties to the. proceeding, asking that a modification be 
made in the rule for the computation of distances which was pre- 
scribed in Finding 14 at page 312 of the supplementary report, 109 
I. C. C. 300. The reasons advanced in support of this) modification 
are fully set forth in the petition. Any representatives of shippers or 
other parties to the proceeding who desire to comment upon this 
request prior to action by the Commission will be given an oppor- 
tunity to do so by filing a statement in writing on or before July 
12, 1926. The Commission would prefer that such statements be 
printed, but they will be received in mimeographed form if time 
limitations make printing impracticable. fteen copies should be 
supplied to the Commission and 10 copies to Charles rham, chair- 
ag of the Southern Freight Association, 101 Marietta St., Atlanta, 

a. 


If parties who file statements in response to this notice disapprove 
of the proposal of the southern carriers, the Commission would wel- 
come constructive suggestions as to the rule for computing distances 
which should be adopted. The matter is one of considerable practical 
difficulty. The most important objection to the rule in Finding 14 
of our supplementary report seems to be that it leaves considerable 
to the exercise of judgment. From the standpoint of the practical 
work of tariff compilation and the saving of time and expense a 
more arbitrary rule which would leave little room for controversy 
may be desirable. The Commission hopes that this phase of the 
matter will be given particular consideration by those who file state- 
ments. : 


The same carriers, with a view to keeping the necessary 
tariff publications within the bounds of reason and use by ordi- 
nary human beings, have tentatively adopted a method for the 
publication of the rates, which they estimate, will hold the pub- 
lications down to nine tariffs containing between 2,500 and 3,000 
pages. Chairman Eastman has circulated their proposal on that 
head to all concerned, in a mimeographed notice, as follows: 


In the progress of the work of tariff compilation in this pro- 
ceeding, the southern carriers have informed the Commission that 
they have tentatively adopted the plan for the publication of the 
intraterritorial rates which is set forth in the following statement 
which they have submitted: 

_ “The magnitude of the intraterritorial adjustment may be par- 
tially visualized when consideration is given to the fact that it is 
neces: to provide rates between not less than 12,000 stations with 
routes via 864 junctions. This develops approximately eighty million 
separate and distinct first class rates, and as this number cannot 
readily be published in one tariff to apply betewen, the total aggre- 
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gate that must be published in tariff form is approximately 144 mil- 
lion rates.. It is at once obvious that the publication of point to point 
rates in a scheme of these proportions is practically impossible. The 
figures could not be worked out in any reasonable length of time 
or if worked out, the necessary form and bulk of publication would 
be prohibitive. Plainly some method of grouping is necessary. Fur- 
ther, and of paramount importance, the plan of publication must adapt 
itself to the ready use of those comparatively inexpert and be suf- 
ficiently clear both in method of construction and application that 
the legal rates may be readily obtained. 

“After the careful consideration of a number of different methods 

and plans the following has been tentatively adopted because it ap- 
pears to meet, as far as possible and considering the volume of rates 
involved, the several tests mentioned: 
(1) Publication of specific rates between certain key points con- 
sisting of both local and junction stations throughout the territory, 
eee ns with these key points the smaller local stations and minor 
unctions. 

(2) The selection of the key or base points will be based on im- 
phical location, and will divide the lines into blocks 
generally averaging 20 to 30 miles in length. Investigation shows 
that a satisfactory uping will be obtained if a yo egos! of all points 
having 2,000 population or over are selected, with the addition of other 
stations having between 1,000 and 2,000 population, with in some in- 
stances smaller stations where these points do not satisfactorily block 
or group the smaller stations. 

(3) The rates between the key or base points are to be made 
on the prescribed mileage scale, but the rates will be published point 
+o see in alphabetical order, and therefore the tariff will be self- 
ndexed. / 

(4) The prescribed mileage scale will be applied for actual dis- 
tance for single line short hauls approximately 150 miles and under. 

(5) Number of tariffs—In publishing the rates under the above 
plan it is suggested that 9 tariffs be compiled, as follows: 

(1) From Alabama key or base points to ail key or base points 
in the~south. 

-. (2) tA ga Georgia key or base points to all key or base points in 
e sou 

(3) From Kentucky and Ohio River crossings key or base points 
to all key or base points in the south. 

(4) From Tennessee key or base points to all key or base points 
in the south, 

(5) From’ Mississippi and Louisiana (east of the Mississippi River) 
key or base points to all key or base points in the south. 

(6) From South Carolina key or base points to all key or base 
points in the south. 

(1) From North Carolina key or base points to all key or base 
points in the south. 

(8) —_— Virginia key or base points to all key or base points 
in the south. ; 

(9) An intraterritorial rate bases book containing an explana- 
tion of the groups and the base point rates to be applied. 

“Tt is estimated that the nine tariffs will contain between 2,500 
and 3,000 , hor is this excessive when it is remembered that 
these tariffs will contain all the class rates in the south and cancel 
all such rates from existing common and individual line tariffs.’’ 


At the risk of doing work that may not be utilized, the 
southern carriers have begun the preparation of tariffs in which 
they are using the “plus 25 miles of each additional carrier 
beyond the first” for ascertaining the distances to be used in 
the application of the scale prescribed by the Commission in 
its report in No. 13494, the southern class rate investigation, 
as a substitute for the Commission’s “shortest workable route 
rule.” The fact that they are using it is disclosed by the peti- 
tion they filed and about which the Commission sent out a notice 
to parties in interest before the petition itself was available to 
persons other than those to whom the Southern Freight Asso- 
ciation had sent it. The rule proposed is as follows: 


(1) Where a route is composed of one carrier the mileage via 
such line shall be used, unless the distance via a route constructed 
as shown in rule 2 is less, in which case the latter shall be used. 

(2) Where routes are composed of more than ene carrier the 
mileage shall be computed through junctions where there is track 
connetcion, plus 26 miles for each additional carrier beyond the 
first, and the shortest distance so obtained shall be used. 

(3) Connecting lines under a common control and manage- 
ment shall be considered as a single line, but disconnected por- 
tions of the same railroad system shall be separately counted. 


In the discussion of the magnitude of the task required in 
the preparation of tariffs, by the use of the “shortest workable 
route” rule the southern carriers pointed out that the public 
had finally to be given a set of tariffs through the use of which 
there might be promptly determined any individual rate in 
1,727,856,000 possible cases. 


“It is immediately apparent,” says the petition in behalf 
of the 25 miles plus rule, “that the publication of point to point 
rates is practically impossible. The figures could not be worked 
out within a reasonable length of time, and, when worked out, 
the neeessary form and bulk of publication would be prohibitive 
from every standpoint of cost and use. Plainly some method of 
grouping is necessary even though the rates for short distances 
are to be individually determined by the use of the mileage 
scale or scales finally approved, as expected will be the case.” 


But even the use of 1,100.or 1,200 groups, the committee, 
speaking for the carriers, pointed out, would require the calcu- 
lation of somewhere between 1,200,000 and 1,400,000 first class 
rates. The petition pointed out that the findings did not require 
the use of the absolute short line distance, because the Com- 
mission recognized the fact that the short line distance, fre- 
quently, was not the economical distance. For that reason the. 
roads felt free to suggest the elimination of the immense amount 
of work necessary to carry out the workable route rule and the 
application to the shortest workable route distance of multiple- 
line arbitraries. The petition said that the carriers submitted 



















































































their request in a spirit of cooperation and an earnest desire 
to expedite the publication and carrying into effect of the Com- 
mission’s decision. 

“So confident are the carriers,” said Charles Barham, chair- 
man of the Southern Freight Association and author of the peti- 
tion, “that the proposed rule will commend itself to the Com- 
mission as a reasonable and satisfactory solution of a difficult 
problem, that they propose to proceed, on their own responsi- 
bility, with its use in the present work. So confident are they 
that its manifest equity will appear, together with its possibili- 
ties of time and labor saving, and so certain that it has within 
itself every feature of harmony as contrasted, in its absence, 
with discord, that to avoid loss of time they take upon them- 
selves the chance, whatever it may be, of disapproval, with its 
consequent waste of the effort expended in the meanwhile.” 

The carriers said they were certain that the addition of 
fifty miles for each transfer would do no more than compensate 
them for the work that had to be done at interchange points, but, 
in the interest of expedition they proposed to offer to take less 
than what they felt they could prove was their due, hence the 
offer of the 25 miles plus rule. 

Chairman Barham said the Association desired an early 
answer, but that if the Commission was of opinion that the 
matter was not clearly set forth, that argument might be allowed. 

The southern carriers attached to their petition tables show- 
ing the effect of the application of the proposed rule, in contrast 
with the application of the scale prescribed, inflated by the 
arbitraries proposed (1) by the carriers, (2) by arbitraries pro- 
posed by the Southern Traffic League, (3) the joint class scale 
in use in Georgia and (4) the joint line scale in Mississippi. 

The Commission, in No. 13494, Southern Class Rate Inves- 
tigation, by means of supplemental fourth section order No. 
9200, on petition of the Southern Freight Association, has post- 
poned the effective date of fourth section order No. 9200 from 
July 1, 1926, to January 1, 1927. The postponement was made 
on account of the fact that the Commission has not yet fixed 
a day for putting its decision in the case into effect. In its 
first report, it indicated the possession of a hope that the new 
class rates would go into effect January 1, 1926, and the effec- 
tive date of the fourth section order was set for that day. In 
its supplemental report it thought the new rates could be made 
effective July 1, but the railroads and the Commission have not 
yet found a way for doing that, hence the further postponement 
for another six months’ period. 


ADJOURNMENT OF CONGRESS 


The Trafic World Washington Bureau 


Congressional leaders June 30 arranged for adjournment of 
this session of Congress Saturday afternoon, July 3. Plans to 
adjourn at that time were formulated after the Senate had 
adopted a unanimous consent agreement providing for consid- 
eration of the rivers and harbors authorization bill at the short 
session in December. Under the agreement, the bill will be 
taken up December 14. 

The House, July 2, passed the Newton bill providing for 
various amendments to the interstate commerce act and the 
transpértation act, as urged by the National Industrial Traffic 
League and the Commission. The House committee amendments 
of the Sheppard bill making the initial carrier liable for dam- 
ages to shipments, where such shipments have been recon- 
signed, was adopted as an amendment to the Newton bill. With 
that exception and additional language in the amendment re- 
lieving commission merchants of liability for overcharges, the 
bill was passed as it was reported from committee. The bill 
was sent to the Senate where action was not expected to be 
taken on it until the next session. 

The bill repealing the Pullman surcharge was pending in 
the Senate but, if passed by the Senate, it was not expected 
that the House would consider it at this session. 

There was also pending in the Senate the bill providing for 
reduction of the rate of interest on railroad indebtedness to the 
government. 

The Gooding long-and-short-haul amendment to the rivers 
and harbors bill goes over for consideration at the December 
session. 

Representative Newton, of Minnesota, favorably reported 
to the House S. 1344, with an amendment. The bill was passed 
recently by the Senate. The report follows: 


The committee on interstate and foreign commerce, to whom 
was referred the bill (S. 1344) to amend paragraph (11), section 
20, of the interstate commerce act, having considered the same, report 
thereon with an amendment and, as amended, recommend that it pass. 

Amend the bill as follows: Strike out all after the enacting clause 
and insert in lieu thereof the following: 

“That paragraph (11) of section 20 of the interstate commerce 
act, as amended, is amended by striking out the period at the end 
thereof and inserting in lieu thereof a colon and the following: 
‘And provided further, That the liability imposed by this paragraph 
shall also apply in the case of property reconsigned or diverted in ae- 
cordance with the applicable tariffs filéd as in this act provided.’ ”’ 

This bill, which originated in the senate, amends the Carmack 
amendment to the interstate commerce act. The Carmack amend- 
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ment made the initial carrier responsible for damages occurring to a 
shipment whether those damages occurred on its lines or on the line 
of any connecting carrier. 

It is a very common practice in the shipping of various commod- 
ites in ear lots to reconsign or divert the car to a consignee or a point 
other than that specified originally when the bill of lading was issued 
by the initial carrier. Generally speaking, it has been the practice 
on the part of the carriers to permit the consignor to reconsign or 
divert the shipment without first notifying and consulting with the 
initial carrier. This practice has been almost universal on the part 
of the carriers, and it is especially valuable in reference to shipments 
of perishable products. Cars of perishable products are shipped 
and consigned to a given point. It may be that when they arrive 
the market at that point is “off,” and there is no opportunity for an 
advantageous sale. It may appear, however, that there is an oppor- 
tunity for an advantageous sale at another point. The car contain- 
ing perishables, time is an important factor in making the diversion. 
Then, another important factor is getting the car to that market 
when the market is favorable. If the consignee must first get the 
permission of the initial carrier in order to divert, that will take time, 
and time is of the essence. Hence, as to perishables, it is important 
to have the right of diversion without going to the initial carrier. 

In almost every instance the carriers have recognized this, and it 
has been the practice to permit reconsignment and diversion without 
first obtaining the consent of the initial carrier. 

However, in the case of Houston & Texas Central Railway Co. 
vs. Smith (258 Southwestern Reporter, 542), the Court of Civil Appeals 
in Texas held that where a shipment is reconsigned or diverted with- 
out first obtaining the consent of the initial carrier that liability of 
the inital carrier under the Carmack amendment terminated at the 
point of original destination. If this decision should be followed by 
other courts, shippers would be compelled to arrange diversions and 
reconsignments through the initial carrier. In the case of perishables, 
this would result in substantial delay with resulting loss, not only 
to the shippers but the carriers as well. 

his amendment puts no additional burden upon the carriers. It 
is the practice to reconsign and divert these cars and the right of 
reconsignment and diversion is practically always granted. The 
carriers appeared and stated that they had no objection whatever to 
the passage of this amendatory bill, and the general principle of 
the legislation was approved by the Interstate Commerce Commission. 

The committee was of the opinion that the amendatory language 
in the senate bill would have changed and modified other provisions 
of the Carmack amendment in a way which was not intended. There- 
fore, they recommended striking out the provisions of the senate 
bill and inserting in lieu thercof a proviso, which has been heretofore 
set forth, which fully meets the evil sought to be corrected. 


LAKE CARGO COAL RATES 


Congressional debate on the lake cargo coal case cropped 
up again June 30, when Representative Moore, of Ohio, dis- 
cussed the subject in the House from the viewpoint of Ohio coal 
producers. He dwelt on the “enormous increase in the lake 
trade of West Virginia and Kentucky and the decrease in Ohio, 
particularly the Cambridge field.” He said the same had been 
true in Pennsylvania. He quoted from the examiners’ report 
of March, 1925, in the lake cargo coal case and said they had 
recommended that the differential be changed and the Cam- 
bridge rate to the lakes be decreased. He said that, unfortu- 
nately for Ohio, the Commission did not follow the report and 
findings of its examiners. He referred to remarks made by 
Representative Robison, of Kentucky, on the other side of the 
question. He said that, in fairness, it must be said that the 
case had been reopened by the Commission and “we still have 
confidence that the Interstate Commerce Commission will care- 
fully consider this case and give us the relief that is needed 
in order that the mining industry which has been developed 
through the years in Ohio may not continue in a prostrate 
condition.” 


CUSTOMS SEALS ABUSES 


Testifying before the House committee on appropriations in 
support of a request for an appropriation of $42,200 for additional 
employes to inspect in transit cars coming into the United States 
under customs seal, Ernest W. Camp, director of customs, of 
the Treasury Department, said that, at the present time, cus- 
toms had not sufficient force to inspect the seals after they were 
put on the cars. He said most of the cars came from Canada. 

“The customs officer does not seal the car, but the seals are 
turned over to employes of the railroads, and they put the seals 
on the cars,’ said Mr. Camp. “This has led to abuses. It is 
reported in certain localities that United States customs seals 
have a market value of $70, and in other places a market value 
of $100. If a person can get possession of one of those seals, he 
can go over into Canada and seal a car loaded with contraband, 
and that car, in the absence of something that would cause sus- 
picion, would enter the United States without customs inspec- 
tion.” 

Mr. Camp said the service wanted a force of customs officers 
to go out and check up the cars, and record the number of each 
seal on a car. He said the service wanted to be sure that a car 
was sealed, because, if it were not, a smuggler on the Canadian 
side could load the car with contraband and have it enter the 
United States without inspection. He said the big difficulty was 
in the shipment of cars from the United States into Canada, in 
transit, and back into the United States. He said cars from éast- 
ern domestic points crossed into Canada at Niagara Falls or 
Black Rock and reentered the United States at Detroit or Port 
Huron, 
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to the seals, Mr. Camp said a bundle of seals was turned over to 
a railroad inspector that that was done because the customs 
service did not have enough employes—but that the situation 
could be remedied by having a check kept on the seals. He said 
the service did not know, under the practice, whether or not the 
railroad employe actually put the seals on cars. He said if the 
seals were not put on cars, the railroad employe could sell them 
for from $70 to $100 each. 

The customs service asked for a total of $755,055 and the 
committee recommended an appropriation of $505,055. 


FARMERS AND RAILROADS 
The Traffic World Washington Bureau 


In discussiongin the Senate on proposed farm relief legis- 
lation, Senator Mayfield, of Texas, again urged repeal of section 
15a, of the interstate commerce act, as a means of affording 
relief for the farmer. He referred to the Hoch-Smith resolution 
as a Measure that had been passed with a view to giving the 
farmer relief but he said that, while the Commission had held 
hearings, no action had been taken by it. He argued that sec- 
tion 15a “absolutely freezes the rate tariffs which are now in 
existence and we cannot have any substantial reduction of 
freight rates on products of the farm and ranch until that 
section of the law has been repealed.” 

Senator Willis, of Ohio, asked just how repeal of section 
15a would bring the relief Senator Mayfield sought. Senator 
Mayfield said: 


Under the law as it stands today, section 15a is not exactly 
a guaranty, but it gives the railroads the assurance and gives. 
them the right to call upon the Interstate Commerce Commission 
to make rates that will yield them the standard return. What 
I wish to see is that section 15a shall be repealed so that we 
ean get away from the frozen freight-rate situation and then the 
Interstate Commerce Commission will be in a position to take 
up the rate structure of the country and to change it as it sees 
best, increasing some rates and reducing others. Let us repeal 
this section 15a of the transportation act of 1920 and return to 
the old, yet much-valued principle of railroad regulation, under 
which the Interstate Commerce Commission made reasonable and 
nondiscriminatory rates for the entire country. If senators are 
really sincere in their desire to give relief—yes; immediate relief 
—to the farmers and stock raisers of the nation, they will vote 
for my amendment. Let them explain to their constituents why 
they vote against it and yet claim with their lips only that they 
favor farm relief. 


Transportation amendments to proposed farm relief legis- 
lation were defeated in the Senate at a night session, June 29, 
when a co-operative marketing bill passed by the House several 
months ago was passed. The measure that was passed had 
practically no opposition, but farm relief advocates took the posi- 
tion that it would not meet the situation faced by the farmer. 
The McNary equalization fee bill, the Fess co-operative market- 
ing bill providing for loans to aid co-operative marketing and 
other proposals offered as substitutes for the House bill were 
rejected. 

Senator Mayfield’s amendment providing for repeal of sec- 
tion 15a of the interstate commerce act was rejected by a vote 
of 30 for and 38 against, after Senator Cummins had attacked 
the amendment as “the last word in injustice and unfairness.” 

The senators who voted for repeal of section 15a were: 
Ashurst, Harris, Bratton, Capper, Caraway, Curtis, Dill, Gerry, 
Gooding, Harris, Harrison, Heflin, Howell, Johnson, Jones, N. Mex., 
Kendrick, La Follette, McKellar, McMaster, Mayfield, Norbeck, 
Norris, Pine, Sheppard, Shipstead, Stephens, Swanson, Trammell, 
Walsh, Wheeler. 

The senators who voted against repeal were: Bayard, Bing- 
ham, Butler, Cameron, Copeland, Couzens, Cummins, Dale, 
Deneen, Edge, Edwards, Ernst, Fernald, Fess, Gillett, Goff, Hale, 
Harreld, Jones, Wash., King, McNary, Metcalf, Oddie, Ransdell, 
Reed, Mo., Reed, Pa., Robinson, Ind., Sackett, Schall, Shortridge, 
Stanfield, Steck, Tyson, Underwood, Watson, Weller, Williams, 
Willis. 

Members of the Senate interstate commerce committee who 
voted for repeal of section 15a were: Dill, of Washington; Good- 
ing, of Idaho; Howell, of Nebraska; Mayfield, of Texas; Pine, 
of Oklahoma; and Wheeler, of Montana, a total of 6. 

Members of the committee who voted against repeal were; 
Couzens, of Michigan; Cummins, of Iowa; Fernald, of Maine; 
Fess, of Ohio; Goff, of West Virginia; Sackett, of Kentucky; 
Underwood, of Alabama; and Watson of Indiana, a total of 8. 


Senator Mayfield spoke briefly in support of the amend- 
ment, reiterating views heretofore expressed by him on the 
subject. He read a letter from Claude A. Brown, a wholesale 
distributor of fruits and vegetables, of Jacksonville, Tex., ap- 
proving the amendment. Mr. Brown charged that the railroads 
were building enormous facilities in various parts of the country 
and leasing them to manufacturers mostly for storage purposes 
and that they were doing this to avoid payment of excess earn- 
ings to the government. He said a 10-year-old school boy knew 
the injustice of the “exorbitant freight rates charged on agricul- 
tural products.” He said unless the rates were reduced at least 
25 per cent, the railroad properties of the nation would present 
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a pitiful picture within a few years because agriculture could 
not live under the exorbitant freight rates it was now bearing. 
He predicted that the main issue in the next presidential cam- 
paign would be the transportation question. 

Senator Mayfield said the Kansas City Southern was claim- 
ing a value of $2,359,452 for 539 acres of land on the waterway 
at Port Arthur, Tex., used for port facilities, while the land cost 
the carrier $3,834. He said “then it claims that under the 
operation of section 15a of the transportation act it is not en- 
abled to earn 5% per cent, which is the standard return guar- 
anteed to the railroads under that section of the law.” 

Senator Cummins, when the vote was to be taken on the 
amendment, said he desired to be heard. He referred to the fact 
that repeated attempts had been made since 1920 to repeal sec- 
tion 15a—that the interstate commerce committee had taken 
volumes of testimony for and against repeal. He ventured to 
say that there was not a member of the Senate who had ever 
read that testimony, excepting members of the commtitee. He 
said the committee had declined repeatedly to make a report 
to the Senate in favor of repeal of the section. 

“Apparently, the senator from Texas—who, I know, is per- 
fectly sincere with regard to this matter—having failed to lift 
the farmers of the country from the bankruptcy into which they 
have fallen, is anxious to send the railroads there to keep them 
company,” said Senator Cummins. Continuing, the senator said: 


How many of you have read section 15a? I know that the 
Senator from Texas has discussed it on two or three different occa- 
sions, but from his discussion of the subject I did not recognize the 
section as I understand it to and as everybody understands it 
to be who knows anything about it. I venture to say that if section 
lba is repealed and the repeal is attached to this bill as an amend- 
ment, what remains of the bill will have no chance of concurrence 
in the house of representatives; and if the president is as courageous 
and as intelligent as I believe him to be, it would result, of course, 
in a veto of the entire measure. The repeal of this section can not 
result otherwise than in an increase of freight rates and in a less 
bg service. Those are the inevitable effects of the repeal of sec- 
tion 15a. 

What does it do? 

: When we passed the transportation act we were met with this 
difficulty: There were some of the railroads which had, during the 
time that the government operated”-and controlled the railroads, 
received abundant compensation,. more than adequate compensation. 
There were some of the railroads which everybody admitted had 
received very much less than adequate compensation; for it so hap- 
pened that the compensation which followed taking possession of 
the railroads by the government was based upon the average net 
operating income during the three preceding years. With some of 
the railroads, that furnished very ample compensation. With some 
of them, it furnished very inadequate compensation. So, during tlhe 
course of the 26 months during which the government operated the 
property, and during which it lost $1,200,000,000 in that operation, 
some of the railroads were well sustained; some of them were not; 
some of them were prosperous, and some of them were very un- 
prosperous. Ninety per cent of the traffic carried by the railroads 
was and is competitive traffic. From-85 to 95 per cent of all the 
traffic carried in the United States is what is known as competitive 
traffic—that is, in which the shipper had the option of selecting one 
of two or more transportation lines upon which to carry his com- 
modity to the market. 

If section 15a had not been made a part of the law, the Inter-- 
ante Commerce Commission would have had this problem presented 
to it: 

Shall the rates be fixed upon the costs of operation of the most 
prosperous roads or shall or be fixed upon the cost of operation 
of the less prosperous roads? If the former had been the rule adopted 
—and I do not know what the Interstate Commerce Commission would 
have done under those circumstances—every unprosperous road, and 
that means more than 100,000 miles of our total mileage, would im- 
mediately have been driven out of business. They could not have 
continued operation for six months. If, on the other hand, the rates’ 
had been adjusted upon the basis of the earnings of the less pros- 
perous roads, then the other class would have earned an inordinately 
large and excessive income. : 

Section 15(a) was drawn to meet that situation. It provided that 
the Interstate Commerce Commission should take the railroads as a 


POSITIONS WANTED OR OPEN 


TRAFFIC MAN with capital can secure connection with well 
established traffic bureau in a California city with volume of ship- 
ping. Give full particulars in first letter. Address reply to Box 945, 
care Traffic World, Chicago, IIl. s 


POSITION WANTED—Experienced and competent traffic man- 
ager wishes permanent position in charge of traffic work of growin 
industry or commercial organization where hard and faithful wor 
will bring advancement. Eight years’ experience, five and a half in 
present position ang | traffic for firm quoting delivered at destina- 
tion prices. Address N. D. R. 943, care The Traffic World, Chicago, Ill. 











JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 













































34 


whole or divide them into such districts as it believed they should 
be divided into, and ascertain tentatively the value of the roads as 
a whole or the value of the roads in the several districts into which 
the country might be divided, and adjust rates so that upon the 
roperties as a whole there would be a fair return. That is all 

re is in section 15(a); and a repeal of that section, in my judgment, 
would result in the Commission fixing rates ee competitive traffic 
that will fairly support the railroads as a whole or the less pros- 
perous ro as a whole. That means an increase in freight rates 
and it means also that the richer roads will earn an excessive income. 


‘I am not anxious to see 100,000 miles or more of the railway 
mileage of the United States abandoned, as it would be abandoned 
if rates were adjuSted upon the basis of the earnings of the greater 
railroads; nor am I anxious to see the railway rates increased in 
order to meet the necessities of the smaller properties. I did not 
dream that the senate would seriously consider taking up the trans- 

rtation act for amendment in a respect in which we have accumu- 
lated more than a thousand pages of testimony of which the senate 
is absolutely ignorant, and necessarily so. It could not have examined 

is testimony, and had no reason to do so until a report had been 
made by the Interstate Commerce Committee. 


I am amazed that this attempt should be made. To me it is 
the last word in injustice and unfairness. It might just as well be 
roposed as an amendment to any other bill pending here. Un- 
Dotenately we have not yet advanced the rules of the senate so as 
to require that amendments shall be relevant or material or ger- 
mane to the subject matter of the bill; and until that time comes 
the senate can protect itself from an effort of this sort only by 
using its good common sense, 


If I were to attend to review all the testimony that has been 
offered to the interstate commerce committee both for and against 
this amendment, I could not do it in 4 hours, much less in the 15 
minutes which, under the unanimous-consent agreement, I am per- 
mitted to occupy. I very sincerely hope that this desperate resort 
will not receive the favor of the senate of the United States. 


After the Mayfield amendment had been rejected, a series 
of amendments relating to rates were offered and rejected. 
Senator Harris, of Georgia, offered an amendment to the effect 
that all basic agricultural products should have equal treatment 
in the matter of “preferential” rates on such products and on 
merchandise, the reference being to export rates lower than 
domestic rates. This was rejected without discussion. Senator 
Harris also offered his amendment providing for a reduction of 
50 per cent in rail and ocean rates on exported farm products. 
This was rejected. 


Senator Howell, of Nebraska, offered as an amendment a bill 
heretofore introduced by him providing that the Commission 
should have power to prescribe only maximum rates and not 
minimum rates. The amendment was rejected. 


Senator Harris offered an amendment providing that, as 
long as the Pullman surcharge remained in effect, the Commis- 
sion should credit all amounts received by the railroads from 
the surcharge to the reduction of rates on farm products. The 
amendment was rejected. 


Senator Blease; of South Carolina, offered his amendment 
providing that rates on farm products should be one-twentieth 
of the selling price of the products. The amendment was fe- 
jected. The senator offered the amendment as a “solution which 
will at least give some benefit to the man we have been talking 
about here for three weeks, trying to make him believe that he 
is going to get something when we knew all the time that the 
little ball was not under any of the three shells.” 


With the exception of the amendment providing for repeal 


of section 15a, record votes were not taken on the transportation 
amendments. 


In spbaking in support of his minimum rate amendment to 
the farm relief bill, Senator Howell said the railroads had asked 
that the Commission be empowered to fix minimum rates. Sen- 
ator Cummins challenged that statement, saying that the rail- 
roads did not ask for that, but that the Commission had rec- 
ommended to the House of Representatives “that authority be 
given to that body to fix minimum rates in order to prevent cer- 
tain cases of discrimination which the Commission was otherwise 
‘powerless to remove. That is the history of the minimum rate 
clause in the transportation act. The railroads did not propose 
it at all.” 


Senator Cummins also differed with Senator Howell as to 
the railroads being restricted to exact rates actually fixed by the 
Commission. Senator Cummins said the railroads could make 
any rates they pleased. He said the Commission had not fixed 
minimum rates—that he did not now that it had done it in any 
instance, but that, at least, it had not done it in many instances. 

Senator Howell said it was a notorious fact that Henry Ford 
wanted to reduce rates on coal from West Virginia to Toledo 
and Detroit, that he asked authority from the Commission to 
do so, and that the Commission held that “whereas the road 
might be able to make such lower rates, yet the Commission 
could not allow it because such rates would interfere with the 
production of coal in the territory of some other railroad.” He 
said that, time and time again, the Commission had refused to 
approve a lower rate filed by some railroad company. He said 
he remembered that Union Pacific officials, expressing great sym- 
pathy with the situation faced by the farmers in the West, had 
said that, unless all the roads agreed to reduce rates, the only 
way it could be accomplished would be by filing a complaint 
with the Commission and having hearings on it. He charged 
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that competition in rates was eliminated when the Commission 
was authorized to prescribe minimum rates. 





GUARANTY INTEREST REFUNDS 


An appropriation of $48,852.83 for the Treasury Department 
to make refunds to railroads of interest paid by railroads on 


‘overpayments on account of the guaranty for the six months 


after the end of federal control is provided for in the deficiency 
appropriation bill reported to the House. 

Robert G. Hand, commissioner of accounts and deposits of 
the Treasury Department, and John W. Rawlings, assistant di- 
rector of the bureau of finance of the Commission, explained to 
the appropriation committee that interest was collected on over- 
payments at the rate of 6 per cent in cases in which overpay- 
ments were made under section 212 of the fransportation act 
providing for partial payments. Mr. Rawlings said the Attorney 
General had ruled that interest could not be collected on over- 
payments as the result of the partial payments made in advance 
of final settlement with a carrier. Mr. Hand said it was held 
that interest could not be collected on overpayments in connec- 
tion with partial payments or final settlements. The law 
specifically provided for the collection of interést on advance 
payments where there was-an excess, he said. The law pro- 
vided for partial payments and for advance payments under the 
guaranty. The Commission certified such payments to the Sec- 
retary of the Treasury and later, in some cases, found that the 
total amount due in final settlement of the guaranty was less 
than the partial payments therefore certified. 

On a point of order made by Representative Black, of Texas, 
the provision in the deficiency appropriation bill appropriating 
$48,852.83 for refunds to railroads of interest collected on over- 
payments under the guaranty was stricken out. Chairman Mad- 
den conceded the point of order. The provision constituted new 
legislation which could not be embodied in the bill if objection 
were made to it. An appropriation for the payment of the re- 
funds may be made in an annual appropriation bill. 


BOARD OF MEDIATION 


The Senate late June 30 confirmed the nominations of 
Samuel E. Winslow, Edwin P. Morrow, G. W. W. Hanger, Carl 
Williams, and Hywel Davies as members of the Board of Medi- 
ation created by the railway labor act. It was understood that 
the board probably would not organize until after July 4, and 
that, after its organization, it would study the law that created 
it and determine on procedure before taking up any wage 
disputes. 

The Senate interstate commerce committee, June 28, ordered 
a favorable report on the nominations for the Board of Media- 
tion. 


WESTERN MARYLAND STRIKE 


The Senate interstate commerce committee has decided to 
report to. the Senate the resolution of Senator Shipstead, of 
Minnesota, calling for an investigation of the strike on the 
Western Maryland, with a recommendation that the strike be 
referred to the Board of Mediation, created by the railway 
labor act, for investigation. 


U.S. AND CANADIAN RATES 


The Trafic World Washington Bureau 


In the course of debate in the Senate, June 29, on proposed 
farm relief legislation, Senator Jones, of New Mexico, submitted 
eorrespondence from Edwin A. Smith, managing editor of. the 
Washington Farmer, of Spokane, Wash., and a statement from 
the Department of Commerce on the difference in rates on grain 
on Canadian railroads and on railroads in the United States. 

The Washington Farmer has been making much of the fact 
that grain rates in Canada are lower than those in the United 
States. The editor of the paper wrote to Secretary Hoover, of 
the Department of Commerce, about the matter. 

The Washington Farmer said that when it made “its amaz- 
ing disclosure that Canadian wheat growers are enjoying freight 
rates which, mile for mile, are but one-half those charged by 
American railroads on grain hauls east, and but little more 
than half on westbound shipments, it stirred things up at 
Washington, D. C.” 

The editor of the paper said the statement obtained from 
the Department of Commerce was “an admission of the facts 
and an attempt to explain them.” He said the upshot of the 
explanation was that “the Canadian government drove a better 
bargain with the Canadian railroads, for the benefit of Canadian 
grain growers, than our government has driven with the Amer- 
ican railroads.” Continuing, the editor said: 


It is further explained that the Canadian government was gen- 
erous to the Canadian Pacific in land grant and subsidy. 


But the United States government has been generous with our 
transcontinental lines. : 


The Northern Pacific, for instance, was given a free grant of 
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40,000,000 acres, 15,000,000 more than the Canadian Pacific received 
for its main line; free right of way, and other. valuable gifts. 

The late woe 4 of Agriculture Wallace, in a letter to President 
Coolidge, Feb. 19, 1924, said: 

“The total gross receipts of the Northern Pacific to June 30, 1917, 
from the sale of the lands from its grant amounted to $136,118,533. 
The cost of constructing the (original) road did not exceed $70,600,- 
000. The sale of lands has more than paid for the cost of construct- 
ing the original railroad.”’ 

The explanation from Secretary Hoover’s department, given be- 
low, questions the accuracy of the statement that 5,873,286 tons of 
grain and grain products were hauled by the Canadian Pacific Rail- 
way to Vancouver during 1925. Our statement was made on authority 
of Hon. James R. Robb, Canadian minister of finance, who told the 
Canadian Parliament that if the Canadian grain growers had been 
made to pay the higher freight rates that are charged on the Amer- 
ican roads, it would have cost them in 1925, $17,926,271 more than 
they had to pay. The statement that nearly 6,000,000 tons went to 
Vancouver may have been an inadvertence of the reporter’s. What 
Mr. Robb probably said was that the Canadian Pacific hauled east 
that much grain in 1925. But whether the bulk Of it went east or 
west has no bearing on the big admitted fact that our growers pay 
much higher freight rates. 


The Department of Commerce statement, signed by A. Lane 
Cricher, acting chief of the transportation division of the de- 
partment, to whom the matter was referred by Secretary Hoover, 
follows: 


There is no doubt that the statement made in the Washington 
Farmer to the effect that grain freight rates in this country are higher 
than similar rates on. the Canadian Pacific Railway is correct. It 
should be borne in mind that the government supplied the Canadian 
Pacific Railway with a very definite consideration for the lower rates, 
and that the present rates are the same that were in use in 1897. The 
accuracy of the statement that 5,873,286 tons of grain and grain 
products were hauled by the Canadian Pacific Railway to Vancouver 
during 1925 is questionable. 

* There are several reasons for this existing rate situation. In the 
eastbound rail movement from the wheat-producing provinces of Can- 
ada to the shipping points on the Lakes all traffic falls under the 
“Crow’s Nest Pass agreement of 1897.’’ This was an agreement be- 
tween the government and the Canadian Pacific Railway, under which 
the railway company was authorized to construct a line from Leth- 
bridge through the Crow’s Nest Pass in. British Columbia. The 
Canadian Pacific was given a subsidy of $3,630,000, a land grant, cus- 
tom duties on supplies for the particular section of the railway were 
remitted, and all taxes on that section of the railway were remitted 
forever. 

In return the company agreed, among other things, to reduce the 
then-existing rates to the Lakes by 3 cents per 100 pounds. This 
reduction was affected in 1899, and in spite of advanced costs of op- 
eration these reduced rates were in operation until July, 1919. Under 
an act passed by the Canadian Parliament of that year this agree- 
ment was abrogated for the three years ended July 5, 1922. The new 
government did not extend the suspension of the agreement, and on 
July 7, 1923, the eastbound grain rates of 1899 to Fort William and 
Port Arthur were re-established, 

While these rates are required of the Canadian Pacific Railway, 
they must, through necessity, be met by the Canadian government 
railway lines which are in competitive operation. The westbound 
movement was not affected by this agreement, and much higher rates 
prevailed on shipments to the west coast. 

In the meantime the Pacific coast merchants claimed that rate 
discrimination was being made in favor of eastbound shippers. The 
government ordered an investigation, and as a result, on September 
15, _ the western and eastern grain rates were equalized. For 
example: . 


Miles (A) (B) 
Calgary to Fort William.............seee.. 1,343 $0.15 $0.15 
Calgary to Va@ncOuve?. ..ccecccecscvecs cree 648 13% .90 





A—Old rates, cost per bushel. B—New rates, cost per bushel. 

The tariff commission has had the entire matter under considera- 
tion for some time and in a study estimated that the eastbound trans- 
portation costs in this country are 8.84 cents higher than in Canada. 
Of this amount 5.33 cents is the actual rail rate differential. The com- 
mission, ,however, reached no decision at the time of the hearings, 
due to a split vote as to whether transportation costs should be con- 
sidered part of marketing costs. The attorney general has since 
decided that these costs musi be included. The matter is at the 
present time again being deliberated by the commission and it is 
thought that the decision reached will call for an increased tariff on 
Canadian wheat. 

It was stated in the article that during 1925 approximately 5,873,- 
286 tons of grain and grain products were hauled by the Canadian 
Pacific Railway to Vancouver. Available reports for the crop year 
1924-25, which can be favorably compared with the railway traffic 
movement for the calendar year 1925, disclose that there were ap- 
proximately 6,000,000 tons of grain and grain products hauled in the 
eastbound traffic and 1,000,000 tons in~ the westbound movement. 
During the calendar year 1924 approximately 2,000,000 tons were 
exported through the port of Vancouver, according to a consular 
report received in this division. It is accordingly believed that the 
statement of a 5,800,000-ton movement into Vancouver during 1925 
is incorrect. 

In conclusion, it might be pointed out that the government sup- 
plied the Canadian Pacific Railway with very definite considerations 
for these lower rates, such as the original land grant, a subsidy of 
$3,630,000, and remission of taxes forever on this section. The case 
of the Canadian National Railway’s voluntary observance of these 
rates on competitive lines is self-argued by its balance sheet. This 
statement during the past has shown a net loss annually which has 
~~y ctr by the government. In 1925 this amounted to $50,- 





CANADIAN CAR LOADING 


Car loadings for the week ended June 19 aggregated 63,956 
cars, which was an increase over the previous week of 1,652 cars, 
the eastern division showing an increase of 1,875 and the west- 
ern division a decrease of 223. Grain showed an increase in 
the eastern division of 657 cars, but only 99 in the western divi- 
sion. Miscellaneous freight was 598 cars heavier in the eastern 
division and showed a small decrease in the western division; 

Compared with 1925, loadings were heavier by 12,689 cars 
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and they were greater than in 1924 also by 4,705 cars. The large 
increases over last year were 2,983 cars in miscellaneous freight 
1,099 cars in merchandise, 2,415 cars in grain and 5,952 cars in 
coal, the last being affected by labor troubles in 1925. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
-—For the Week Ended 



























































June 19, June 12, June 20 
Commodities 1926 1926 1925' 
Grain and Grain Products.............6.. 3,659 3,002 2,248 
Live Stock 1,034 1,019 1,085 
See 5,837 5,525 - 884 
i Sere 233 212 176 
INE’ 0's 6s aids c% ot 3,286 2,853 3,058 
Pulpwood 2,031 2,088 1,731 
Pulp and Paper 2,237 2,185 1,864 
Other Forest Products. 1,486 1,254 1,163 
2) a oS aA 926 1,241 1,085 
Merchandise, L. C. L... 12,571 12,644 11,963 
NN ON ona isa eek dlatiionnten. 12,765 12,167 10,505 
Total Carae-Lowdel... co Ses 46,065 44,190 35,762 
Total Cars Received from Connections 35,646 34,481 29,173 
WESTERN CANADA 

Grain and Grain Products 
no” > ha teadlet eaee aan aaa “eer greg 
MONT jp icildd's tn casa ad ¢ So dias ve EEO 707 731 708 
PE A aa ded Oc higrd AcaleWahasis ceté od 43 19 25 
SEES Teg a ee oe ee 1,225 1,160 1,124 
ca BRE Se ees eres 160 231 272 
UN ONE SIN i.n0'S0ic'g voc ds Eh e.b.ve ei nenives 173 229 131 
Other Forest Products... i... 0 scccsccccs 1,621 1,769 1,545 
ENS Said age st e's BS 62's aieie'> So CMs Unk Ons « 773 752 712 
Sn he AE oe Pee eaten he 4,418 4,432 3,924 
PONG 5.5.60 5 hbk sco Fae s ochacn, 3,749 3,863 3,026 
Totes Care TLondee.. eoeioc eves cccccince 17,891 18,114 15,505 
Total Cars Received frém Connections 2,620 2,697 2,246 

TOTAL FOR CANADA 
Grain and Grain Products................ 7,814 7,058 5,399 
DAMME. | ridge eves caeinS eae. consent. 1,901 1,891 1,972 
ROOMN. b's cw ar acdis pia date le pale BEG Oe La seg ule 6,544 6,256 1,592 
NNO otic. 3 «9 cadws hive Dumay te obese ee 276 231 201 
OTT RAST ae ER ERE ES Rae 4,511 4,013 4,182 
EINE «a 5 els eed bbe co; hwinta san beucese tks 2,191 2,319 2,003 
Se eer ea acediees. 2,410 2,414 1,995 
eer Wusene Protege si. oi hte. cess 3,107 3,023 2,708 
Rcd aothias tr Gini Wak éve die 4 ite o6 uisid's ices -eiatroke-els. wale 1,699 1,993 1,797 
eOrcmmiee, ht, Cy Ba. piece ied Seek dae 16,989 17,076 15,887 
GIR AIC ee CaN Ea 16,514 16,030 13,531 
Total Care. TONG > ook. ic oe ecnceciess 63,956 62,304 51,267 
Total Cars Received from Connections 38,266 37,178 31,419 
CUMULATIVE TOTALS TO DATE 

Grain and Grain Products................ 170321 142.673 
me OE «5 cds cereneha Tiewew ieee + cs ak Coe 48,035 52,420 
aoe OP-6 9-6 oc ee enew Oe) 6uEs ck ROuwe ee vlaa ot 113,585 83,842 
—* up's 's nat: aaa atw Ra Aue Seek woke ans ae 9,839 6,753 
_ e G5. Snot VAP EGRET REO Fe ocaiew bea 83,636 81,953 
INE Sent, 56 ab nad wisi baw pialorave d's 30h xosm «dnc 74,579 73,489 
eas ai oe 61,127 50,635 
Other Forest Products.........--......... 80,840 71,786 
Re 6s waith.o-e se vege ke cored OE DP GREECE C 36,979 30,644 
1 ee ER 0 PE Sie es aa 378,391 359,413 
ER ES Al RSET SR 307,759 271,025 
Total Cart: Tsanded. oeisisociaehivccnss ve 1,364,991 1,224,633 
Total Cars Received from Connections 893,988 797,936 





CANADIAN BOARD ORDERS 

The following orders have been issued by the Board of 
Railway Commissioners recently: 

Approving Supp. “F” to Express Class’n for Canada No. 6. 

Rescinding Order No. 37342 and directing that C. P. R. 
Tariff C. R. C. No. W-2801 and C. N. Rys. Tariff C. R. C. 
No. W-442 covering rates on hogs, cattle and sheep from pri- 
mary markets to sections in Prairie Provinces for feeding pur- 
poses, may become effective July 1, 1926. 


CANADIAN RAIL EARNINGS 


For the five months ended May, the net earnings of the 
Canadian Pacific Railway show an increase of nearly five mil- 
lion as compared with the corresponding period last year. The 
gross earnings rose by just over eight millions, and the operating 
expenses by a little more than three millions. For May the rise 
in the net was a million and a half, the increase in the gross 
being just above three millions and the operating expenses being 
a little less than a million and a half. 

The gross earnings for May were $15,492,758.10, as compared 
with $12,467,612.44 for May, 1925. The operating expenses for 
May were $13,043,881.73 as against $11,558,698.69 for May of last 
year. ; 

For the five months’ period this year the gross earnings 
were $69,693,817.84, as compared with $61,691,172.30 for the cor- 
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Old and current demurrage claims set- 
tled promptly. 


Our Patented Graphic Charts satisfy 
shipper and railroads. 


We settle claims out of court. 


Our basically patented system shows the 
true situation on each track daily. It 
automatically and graphically shows 
run-arounds, bunching and switching 
delays. 


Write us your demurrage troubles and 
we will advise you our recommendations 
without charge. 


We make no charge for our services 
until a settlement is reached. 


Our charges are based on the amount of 
the claims in dispute and then we charge 
a commission on the amount collected or 
adjusted. 


We also install our system so industries 
can keep their own visual demurrage 
records. 


Our system saves Money, Time and 
Worry. 


THE ROSS DEMURRAGE BUREAU, INC. 


17 Battery Place New York, N. Y. 
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United American 
Lines 


INTERCOASTAL SERVICE 
Regular Fortnightly —e of Cargo Steamers 


Los Angeles Harbor, San Francisco, 
Oakland, Portland and Seattle 


Aug. 13 
Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 


A dependable service at differential rates 
Se es Nets memes of Lae Leute Sais 
ndling ing carrier loads at same wharf) by 
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with which excellent con: 


Joint Seroice with 
HAMBURG-AMERICAN LINE 
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NEW YORK TO HAMBURG 
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¢Refrigerator accommodations. *Via Boston 
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NORFOLK AND ee ee NEWS TO BREMEN 
Sachsenwald 
Altmark ........ccccscecccccccccceces Bee eeeseccceccseee Aug. 


GALVESTON TO BREMEN AND HAMBURG 
8.8. KYPHISSIA 


ALSO DIRECT FREIGHT AND PASSENGER SERVICE 
FROM U.S. PACIFIC PORTS TO HAMBURG, 
ANTWERP AND UNITED KINGDOM 


Through => of Lading via Hamburg issued to all Scandinavian 
and Baltic Ports, also Levant, 
Black Sea and African Ports. 


General Offices: 39 BROADWAY, New York 
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responding five months of 1925. The working expenses for the 
same period were $58,564,234.48, while for the corresponding 
part of 1925 they were $55,477,977.05. 

Earnings statements issued by the Canadian National Rail- 
Ways show an increase of $2,826,425, or 706.71 per cent, in net 
earnings for May as compared with the same month of last year, 
and an increase of $8,740,860, or 209.38 per cent, for the five 
months’ period since the first of the year, as compared with the 
same period of 1925. 

Gross earnings for May, 1926, were $22,183,304, as against 
$18,245,738 for May, 1925, an increase of $3,937,566, or 21.58 per 
cent. Working expenses were $18,956,938 in May, 1926, as 
against $17;845,798 in May, 1925, an increase of $7,111,140, or 
6.23 per cent. Net earnings for the month were $3,226,365, as 
against $399,939 for May of last year, an increase of $2,826,425, 
- or 706.71 per cent. The operating ratio for May, 1926, was 85.46 
per cent, as compared with 97.81 per cent in the same month of 
last year. 

For the five months’ period to the end of May, 1926, gross 
earnings reached a total of $98,685,109, as against $87,339,081 
for the same five months in 1925, an increase of $11,346,028, or 
12.99 per cent. Working expenses for the five months were 
$85,769,526 this year, against $83,164,359 in 1925, an increase of 
$2,605,167, or 3.13 per cent. Net earnings for the five months 
were $12,915,582 as against $4,174,721, an increase for the period 
of $8,740,860, or 209.38 per cent. 


SHIPPING BOARD INQUIRY 
The Trafic World Washington Bureau 


The Shipping Board has adopted a resolution providing for 
an inquiry into ocean and rail rates-on shipments transported 
by German railroads. The resolution declared that the board 
was informed that German government railroads had entered 
into arrangements by which goods were transported from Trieste 
and vicinity across central Europe to German ports and thence 
to ports of the United States, the combined rate for the land 
and ocean transportation being less than the “mere ocean 
transportation cost direct from Trieste to the United States.” 
The board said it was represented that injury to United States 
ships plying between Trieste and the United States resulted 
from the arrangement and-that such arrangement constituted 
unfair practice within the meaning of the shipping laws of the 
United States. The board, therefore, resolved that the legal 
department be instructed to investigate the allegations, ascer- 
tain the facts, and determine whether or not “such acts as are 
found to exist constitute unfair practices within the meaning 
of the statute.” 


INTERCOASTAL REGULATION 


The intercoastal rate situation came up at a meeting of the 
Shippers’ Conference of Greater New York, which followed the 
lead of the New England Traffic League in opposing control of 
port-to-port water rates by the Interstate Commerce Commission 
as a danger to the American merchant marine engaged in the 
coastwise trade, The conference stated its belief that conditions 
in the transportation of deep-sea commerce were such that it 
would be impossible for the Commission or any other body to 
fix rates that would be fair to the different classes of vessels in 
operation under substantially different conditions, not only with 
respect to the nature of the ships, but the frequency of services. 

Referring to an article by Joseph N. Teal, of Portland, Ore., 
as an authority on the subject, the conference drew the conclu- 
sion that regulation of rates would freeze the tariff structure 
and would be a serious handicap to vessels on the Great Lakes 
handling grain and other commodities, and also to the inter- 
coastal carriers through the Panama Canal, pointing out that 
the rates fluctuated according to season, the offerings of cargo 
and the number of ships available. 

“The propaganda that is being conducted for the regulation 
of port-to-port rates by the Interstate Commerce Commission or 
any other governing body originates in those sections far re- 
moved from ocean transportation or with rail carriers that are 
unable to compete with ocean lines,” the conference reported. 

“The testimony given in various cases before the Commis- 
sion clearly indicates that the object of regulation is to have 
the rates by water so framed as to deprive sections of the coun- 
try located on the seaboard of the advantages growing out of 
their geographical location, and transferring those advantages 
to sections of the country whose geographical position does not 
justify the establishment of rates as low as water lines can 
profitably maintain.” 

The conference report continued: 


. Trafisportation by water is entirely different from transportation 
by rail. ere are many commodities the water lines can handle 
because of the peculiar conditions surrounding their transportation. 
Water commerce is subjected to the perils of the sea, the rates are 
not insured and the time in transit is much slower than by rail. 
Shippers cannot load cars at private sidings, have them transported 
to destination and delivered on private sidings of consignees when 
shipments _move by water. All trafic from the interior must be 
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- stances, the maximum tariffs had no effect whatever, as the 


._ by the Shipping Board. 


















rehandled at the port of shipment and very frequently rehandled and 
transshipped at the port of destination. 

The Interstate Commerce Commission has been in existence nearly 
forty years. It has not yet devised any scientific basis for making: 
rail rates. Obviously, experimenting with control of water rates 
would damage the commerce of the country and only prove to those 
requiring actual proof that conditions surrounding water transpor- 
tation make water regulation impossible. 

If the steamship lines are surrounded in the making of their 
rates, as are the rail lines, with rules and regulations promulgated 
by the Interstate Commerce Commission, in our opinion, great damage 
would be done to that part of the American merchant marine engaged 
in coastwise commerce. Indeed, it is our opinion it is incompatible 
with the successful operation of water Carriers. 


SHIPS FOR GRAIN TRADE | 
The Traffic World Washington Bureay: 


The Shipping Board June 29 ordered 59 ships assigned to 
the grain carrying trade after Secretary Hoover, of the Com- 
merce Department, and Secretary Jardine, of the Department of: 
Agriculture, had appeared before the board at the suggestion 
of President Coolidge. Twenty-seven ships will be made avail- 
able at once for the service and thirty-two ships now tied up 
will be put in condition for operation at an estimated cost of 
from $300,000 to $350,000. Officials estimated that the assign- 
ment of the additional vessels to the grain trade and their opera- 
tion would cost the board from $500,000 to $600,000. Grain is 
not a profitable cargo and the ships are expected to come back 
to the United States with practically no return cargoes. 


Secretaries Hoover and Jardine said they appeared before the 
board at the suggestion of the President te bring to the board’s 
attention that a large grain crop was being harvested and that 
there was a lack of ships to transport the surplus to foreign 
markets. The ships assigned to the trade average 8,800 dead- § 
weight tons each, or an aggregate of. 519,000 deadweight tons. 

Chairman O’Connor issued the following statement with re- 
spect to allocation of ships to the grain trade: 


Secretary of Agriculture Jardine and Secretary of Commerce 
Hoover appeared at the regular meeting of the Shipping Board 
today and-stated that they had come at the suggestion of the 
President to call to the Shipping Board’s attention the acute grain 
situation and the lack of sufficient ships to transport grain to 
the markets of the world. 

Secretary Hoover and Secretary Jardine stated that it was 
absolutely essential that the grain growers of America be assured | 
at once that proper facilities would be offered for the transporta- 
tion of their products. This situation is seriously affecting the 
price that the farmer is obtaining and may obtain, and the assur- 
ance of adequate transportation would be an important element in 
getting for the farmer a better price for grain. 

The board members were unanimous in their desire to respond 
to the request of Secretary Hoover and Secretary Jardine, and 
took action at once and assigned for the grain carrying trade 
27 ships and directed that 32 additional ships be immediately put 
in condition for use to carry this grain. 

The grain movement anticipated this fall is of a tremendous 
volume. If sufficient ships were not furnished for carrying our 
large surplus, the effect upon the farmers Would be most disastrous. 
The cost of putting on these ships, the board feels, is insignificant 
compared to the tremendous benefit to be conferred upon Ameri- 
can agriculture, and it promotes the larger carrying of American 
products in American ships, in this case where even foreign ships 
are not available. 


INTERCOASTAL RATE INVESTIGATION 


The Trafic World New York Bureau 


Despite the evident desire on the part of several of the in- 
dependent steamship lines to open all phases of the intercoastal 
rate situation at the hearing before the Shipping Board in New 
York, counsel for the larger conference lines objected to any 
testimony not bearing directly on the subject of the call issued 
by the board. This concerned the relation between the maxi- 
mum rates filed with the board and the rates actually charged. 
All witnesses admitted readily that, under present circum- 





companies had never been able to obtain these charges from 
shippers. . : 

It was admitted further by all witnesses that the inter- 
coastal rate situation at present was chaotic, and that the trend 
for the last several years had been downward. The practice of 
the independent lines has been to use the tariff of the U. S. 
Intercoastal Conference as a basis on which to fix their own 
rates, usually at five, ten, or fifteen per cent differential lower, 
when necessary to attract the business. No direct testimony 
was permitted on the subject of regulation of minimum rates 


Representatives of several of the independent lines also 
attempted to ascertain if the larger companies followed the prac- 
tice of allowing special rates to large shippers or to business 
under “contract” as against “non-contract,” and also whether the 
conference ‘issued to shippers privately a tariff different from 
the public tariff. Witnesses for the larger lines, acting under 
advice of counsel, refused to testify on these subjects as not 
relevant to the subject of the hearing. They are to be consid- 
ered at another hearing. 


Aside from the outline of the generally unsatisfactory con- 
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ditions prevailing in the intercoastal trade, the hearing produced 
nothing notable. 

Representatives of sixteen intercoastal lines were present 
at the hearing. H. Robert Burney, of the Williams Line, at- 
tempted to introduce testimony relating to the existence of 
special contract rates lower than the published tariffs to shippers 
of specified quantities of certain commodities, but this was ruled 
out. The same question and another relating to confidential rate 
information to members of the conference not available to out- 
siders came up in the testimony of J. S. Mahool, traffic manager 
of the Panama Pacific Line. Mr. Mahool said that, if the con- 
ference lines were required to file their actual rates, it would 
be detrimental to their interests unless all other carriers were 
likewise required to file their rates. The conference lines, he 
said, represented an effort at stability in rates, while the opera- 
tions of the other lines undermined their market by quoting be- 
low the conference tariffs. He denied knowledge of any secret 
rate information. 

Ira A. Campbell, counsel for the Munson Line, objected to 
the line of questioning as outside the scope of the inquiry. He 
pointed out that the Shipping Board had full access to the 
proceedings and activities of the conference, and had authority 
to determine them illegal if the facts justified such ruling. 

Joseph Scott, traffic manager of the Transmarine Line, dis- 
sented from the general opinion that the trade was demoralized, 
though he admitted the route was overtonnaged. His line, he 
said, could not afford to offer the same rates to smaller shippers 
as to larger ones. 

Robert L. Thackara, vice-president and general traffic. man- 
ager of the Luckenbach Line, testified that the eastbound maxi- 
mum rates had not been changed since 1920. Copies of the 
minimum rate list of the conference, he said, were distributed 
to subscribers for $3.50 a year, and information regarding rates 
was furnished in answer to any reasonable inquiry. All custom- 
ers of the company were kept advised of rate changes, which 
were frequent in the 3,000 items on the tariff, he said. 

In summing up at the conclusion of the testimony, Mr. 
Campbell said the only question at issue seemed to be the 
definition of the word “maximum.” The board, he continued, 
had no power to prescribe minimum rates either under Section 
18 or Section 21 of the shipping act. He said that, possibly, 
the authority conferred by Section 19, to prevent the raising of 
rates lowered to drive a competing line out of business, might 
be used to force into line some of the companies that had been 
disturbing the market. He contended that, under the present 
statutes, the board had no control over the private affairs of 
the carriers, with the exception of the requirement that maxi- 
mum tariffs be filed. The present troubles were the result of 
overtonnaging, he said—a condition that would not be remedied 
by regulation of minimum rates. 

A letter was presented from the Intercoastal Lumber Car- 
riers’ Association, but was excluded from the record as outside 
the purpose of the inquiry, saying that the association was in 
favor of stabilization of westbound rates on a remunerative 
basis, so that eastbound lumber would not be forced to bear 
additional burdens. The letter pointed out one danger in gov- 
ernment regulation of minimum rates. If this were applied 
from the U. S. Pacific Coast ports, it said, the result might be 
to allow foreign vessels from British Columbia ports to quote 
slightly lower rates and thus place American shippers and 
manufacturers at a disadvantage. 

W. H. Chandler, traffic manager of the New York Merchants’ 
Association, brought out in the course of the testimony of 
Semmes Steele, president of the Pacific-Caribbean and Gulf Line, 
that the witness believed the filing of actual rates by the water 
carriers in the same manner as the railroads would have the 
effect of freezing the rate structure and destroying flexibility. 

Others who testified were John E. Cushing, of the American 
Hawaiian; E. K. Morse, of the Munson Line; J. F. Schumacher, 
the Quaker Line; John McAuliffe, Norton, Lilly & Co.; A. P. 
Hammond, California & Eastern Line; G. S. Hinkins, Dollar 
Line; W. M. Campion, Garland Line; W. P. Rudrow, United 
American Lines, and John H. Bunch, Alaska Steamship Line. 


OCEAN RATES AT NEW LEVELS 


The Trafic World New York Bureau 


Establishment of new high records in ocean charter rates 
in recent months was noted this week as a result of the per- 
sistence of the British coal strike, the increasing demands for 
the export of coal from this country to Great Britain, Europe, 
and South America, and the stronger market in the Gulf. The 
sharp advance in rates was attributed, in part, to delayed cover- 
ing by short interests, which had expected to get vessels for 
July loading at recessions from previous figures, and, in part, 
to the unexpected increase in new business. Rates have now 
reached a level where brokers are advising their clients not 
to be stampeded into makiig commitments at existing heights, 
but to await the reaction which, they say, is inevitable when 
the British mine strike is ended. They reason that the strike 






cannot continue indefinitely and certainly should not run more 
than another month. It is recalled that they gave the same 
advice a month ago but were wrong. . 

The present tight market, however, is based entirely on the 
coal strike situation and rates will continue high until this 
abnormal condition terminates. There have been numerous 
fixtures of vessels for coal for prompt loading at rates advanc- 
ing progressively to $4.50 a ton the early part of the week. This 
represented an increase of fifteen per cent over the pre. 
vious week. 

Grain rates were strong in sympathy, augmented by the 
appearance of considerable Gulf business. The prevailing grain 
rates from Montreal were 1514-16 cents to Antwerp-Rotterdam, 
1644-17 cents to Antwerp-Hamburg, 19-20 cents to the Mediter- 
ranean, and 3s. 6d. to the United Kingdom for early July loading. 
Gulf rates were 4s. 6d. to the United Kingdom, 19-19%c to 
Antwerp-Rotterdam, 19%4-20c to Antwerp-Hamburg and 22-23 
cents to the Mediterranean, for July loading; 4s. 3d. to the 
United Kingdom, 18 cents to Antwerp-Rotterdam, 18% cents to 
Antwerp-Hamburg, and 21-22 cents to the Mediterranean for 
August loading. 

The present rapid advance in charter rates has caused ship 
brokers to refer to the similar conditions existing in 1921 as 
an analogy and as affording a basis for forecasting the trend 
in the immediate future. 

There are expectations on the Pacific Coast of an advance 
of $1 on lumber rates for August loading for the North Atlantic. 
The rate quoted on June and July business has been $11 a 1,000 
feet, but with the resumption of the movement of canned goods 
and other seasonal cargo, it is argued there will be less lumber 
space available in August than at present. Before the recent 
break in lumber rates the tariff was $15. 

A new tariff on fruit and flavoring syrups shipped from 
the middle west to the Pacific has been announced by the Pacific- 
Caribbean-Gulf Line. The rate is $1 per 100 pounds on carload 
lots, with a minimum weight of 24,000 pounds, from St. Louis 
to Pacific ports of call, via New Orleans. This applies in connec- 
tion with the Mississippi-Warrior service. 


MARINE WAGE AGREEMENT 
The Shipping Board and representatives of marine engineers 
employed on Shipping Board vessels have agreed to adopt for 


another year, effective July 1, the wages and working conditions 
which have been in effect. 


MERCHANT MARINE PLANS 


Senator Jones, chairman of the Senate commerce committee, 
has offered in the Senate a resolution calling on the Shipping 
Board “to prepare and submit to the Senate not later than Jan- 
uary 1, 1927, comprehensive and concrete plans for building up 
and maintaining an adequate merchant marine for commerce 
and national security, (1) through private capital and under pri- 
vate ownership and (2) through: construction, operation and 


ownership by the government.” The resolution was ordered to 
lie on the table. 


SUEZ CANAL TRAFFIC 


The year 1925 was the most prosperous in the history of 
the Suez Canal, says Consul John L. Bouchal, Port Said, Egypt, 


.in a report issued by the Department of Commerce. The record, 


according to the report, for cargo tonnage was established in 
1913, when 25,776,000 tons of cargo were carried through the 
canal, and the record year for transits was 1912, when 5,373 ships 
passed through. In 1925 the cargo record was broken by the 
passhage of 26,578,000 tons. While the number of transits, total- 
ing 5,337, were 36 less than in the record year, the average size 
of vessels had so increased that the net tonnage for 1925 ex- 
ceeded that for 1912 by almost 6,500,000 tons and established a 
new record. American shipping retained seventh place in vol- 
ume of traffic handled through the canal. American vessels 


that passed through the canal in 1925 numbered 132, as against 
137 in 1924. 


U. S. FOREIGN COMMERCE 


The tonnage volume of the ocean-borne foreign commerce of 
the United States in the first quarter of 1926 exceeded 20,735,000 
long tons of cargo, the heaviest movement in any first quarter 
in the five years 1922 to 1926, says the Bureau of Research of 
the Shipping Board. This total was 674,000 tons, or 3.6 per cent, 
greater than that of the last preceding quarterly period, and 
335,000 tons, or 1.6 per cent, above the tonnage total of the first 
quarter in 1925. The records of the bureau indicate a steady 
gain in first quarter tonnages from the 1922 total of 18,705,000 
tons to the 1926 figure of 20,735,000 tons, an advance of 10.9 per 
cent. : 

The ocean-borne import cargo tonnage of 10,514,000 tons in 
the first quarter of 1926 was 404,000 tons, or 4 per cent, greater 
than the import tonnage in the first quarter of 1925. This im- 
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port total has been exceeded in only one first quarter-during the 
five years 1922 to 1925. Heavy sugar imports in the first quarter 
of 1928 carried the total of that period above the 1926 total. 

The 1926 export total of 10,221,000 tons was 68,000 tons, or 
six-tenths of 1 per cent, less than the ocean-borne export ton- 
nage in the first quarter of 1925. 

The following table contains comparison of our ocean-borne 
foreign trade in the first quarters of 1922 to 1926: 


(A) (B) (C) (D) (E) 
Imports .......... 9,514,324 10,746,829 9,524,818 10,110,275 10,514,120 
ports ...%...... 9,191,058 8,894,786 10,527,996 10, 290,148 10,221,609 
Total Trade ..18,705,382 19,241, 615 20, 052, 814 20,400, 423 20 735,729 





A—First quarter, 1922, tons. B—First quarter, 1923, tons. C— 


First quarter, 1924, tons. D—First quarter, 1925, tons. E—First quar- 
ter, 1926, tons. 


INDIA-AUSTRALIA SERVICE MERGER 


The Shipping Board has approved the consolidation of the 
American India Line, operated by the Roosevelt Steamship Com- 
pany, Inc., between New York and India, and the Atlantic Aus- 
tralian Line, operated between New York and Australian ports 
by the United States & Australasia Steamship Company. The 
Roosevelt company was selected as the managing operator of 
the consolidated service. Each line now operates six vessels. 
President Crowley, of the Fleet Corporation, said a reduction 
of the number of vessels in the consolidated service might be 
effected later. The consolidation will make the service more 
elastic and enable the line to obtain more cargo in the season 
of the year when wool shipments are not offered. 


Denial was made at the Shipping Board July 2 of a report 
from San Francisco that the board had reversed its action in 
approving consolidation of the American Far East Line, oper- 
ated by Struthers and Barry, and of Pacific Australian Line, op- 
erated by Swayne'‘and Hoyt. Caldwell Jenkins, assistant to 
Chairman O’Connor, said the only action taken since the ap- 
proval was that the president of the Fleet Corporation had been 
directed to hold up the transfer of the ships operated by Stru- 
thers and Barry to Swayne and Hoyt, the managing operator 
selected for the consolidated service, until August. He said 
Struthers and Barry had protested against immediate transfer 
of the ships and that, therefore, the transfer was to be delayed 
until August. He said the consolidation stood approved and 
that it would go through as originally planned. 


PROTEST CHANGE IN COTTON DELIVERIES 


Four New York organizations, the Maritime Association, 
the N. Y. Boat Owners’ Association, the Central Trades and 
Labor Council of Greater New York, and the Warehousemen’s 
Association, have filed protests with the- New York Cotton Ex- 
change against the plan to substitute delivery of cotton at 
southern ports against sale contracts for delivery of the com- 
modity in New York. The argument against the plan was that 
it would deprive the port of New York of the large cotton traf- 
fic to the detriment of all local marine interests. 


Walter F. Firth, president of the Warehousemen’s Associa- 
tion, wrote that, “if cottofi placed in buildings of any character 
located outside the port of New York can be tendered for de- 
livery on the floor of the Cotton Exchange in New York, it is 
apparent that the commodity will never be brought to New 
York City for storage purposes. Carrying by steamers and 
lighters, their loading and discharging, insurance, banking, 
weighing, storage, etc., would all be lost to New York and to 
its agencies of commerce.” 


The same arguments were set forth by the other organiza- 
tions, which urged the Cotton Exchange to reject the plan. 


TEXAS INDUSTRIAL TRAFFIC LEAGUE 


The Texas Industrial Traffic League held its eleventh annual 
meeting at Houston, June 18. There was discussion of various 
investigations being conducted by the Commission, such as the 
furniture, motor vehicle, and southwestern grain investigation. 
A committee was appointed to consider the matter of regional 
commissions. The next meeting will be held at Austin, July 13. 
The following officers were élected: President, H. C. Eargle, 
Beaumont; vice-presidents, Ed. P. Byars, Fort Worth; W. I. 
Johnson, Gulf, and E. H. Thornton, Galveston; and secretary- 
treasurer, F. A. Leffingwell, Dallas. Directors were elected as 
follows: Ed. P. Byars, Fort Worth; S. J. Cole, Amarillo; H. C. 
Eargle, Beaumont; R. C. Fulbright, Houston: L. M. Hogsett, 
Houston; E. I. Jackson, San Angelo; W. I. Johnson, Gulf; F. A. 
Leffingwell, Dallas; J. K. Moore, Dallas; €. I. Moors, Orange; 
U. S. Pawkett, San Antonio; L. M. Shepardson, Corpus Christi; 
E. R. Tanner, El Paso; H. Y. Taylor, Port Arthur; E. H. Thorn- 


ton, Galveston: R. H. Wagenfuehr, New Braunfels, and C. A. Wil- 
lingham, Waco. 


i 
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: Personal Notes 


T. M. Schumacher, vice-president in charge of traffic, having 
resigned to become chairman of the executive committee of r 
Western Pacific Railroad, with headquarters at New York, E. W., 
Clapp, heretofore assistant freight traffic manager at San Fran. 
cisco, has been appointed traffic manager of the Southern Pa. 
cific Lines, with headquarters in Chicago. Mr. Clapp will rep. 
resent all Southern Pacific Lines in the solicitation and develop. 
ment of through traffic and relations with other lines incident 
thereto, and will be in charge of the company’s off-line agencies, 

Perey E. Reeves, of Essex Falls, N. J., has been elected 
president of the Shupe Terminal Corporation, of Kearny, N. J, 
Mr. Reeves has been vice-president of the corporation for more 
than two years and succeeds F. Shupe of Summit, N. J., who 
died. The other officers elected are: Vice-president and sec. 
retary, W. Hayden Evans, of East Orange; treasurer and as-. 
sistant secretary, F. C. Betts; directors, Edward K. Mills, of 
Morristown; Frank C. McCown, Jr., and J. E. Bacon, of Phila- 
delphia, and Philip Lindemann, of Newark. 

R. L. Lichty has been made district freight agent of the 
Gulf, Mobile and Northern at Shreveport, La. H. N. Crook has 
been appointed commercial agent at Kansas City, Mo. Leslie 
Farrell has been made traveling freight agent at Meridian, Mo. 
Charles Benish has been appointed commercial agent at Mo. 
bile, Ala. 

G. W. Simpson has been appointed assistant superintendent 
of the Atchison, Topeka and Santa Fe at Fresno. 

S. D. Boylston has been made traffic manager of the Ven- 
tura County Railway Company at Denver, Colo. 

Clifton L. Lingo, traffic manager of the Inland Steel Com- 
pany for the last 25 years, died at his home in Gary, Ind., July 
1, following an illness of several months. | 

Luther M. Hogsett,. for: the last six»years manager of the 
traffic and transportation department of the Houston Chamber 
of Commerce, has been appointed general freight agent of the 
Fort Worth and Denver City at Fort Worth, succeeding W. F. 
Sterly, promoted. 

P. J. Mullaney has been made general freight agent of the 
Boston & Maine. W. H. Skillen, general agent at Kansas City, 
has been made assistant general freight agent. 


DOINGS OF THE TRAFFIC CLUBS 


The Capital District Traffic Association of the state of New 
York held -its last meeting before the summer recess, June 15, 
on board the steamer “Trojan.” C. S. Sims, president of the 
Hudson River Navigation Corporation, and E. Walsh, manager 
of the barge canal division of the Munson line, were the 





speakers. 





The Transportation Club of St. Paul held its postponed 
outing June 28. 





The Traffic Club of Newark will hold a Golf Outing, July 
15, at Essex Fells Country Club. 





The Pacific Traffic Association has approved the slogan 
adopted by the Associated Traffic Clubs of America at Dallas. 





The Knoxville Traffic Club held a tour of the terminals of 
that city June 27. 





The Jamestown (N. Y.) -Traffic Club will hold its summer 
outing meeting at Hillside Park, July 22, with a program of 


outdoor sports and general recreation, followed by a chicken 
dinner. 





The Traffic Club of Cleveland held its annual meeting at 
Mentor Headlands June 28. About 250 members and 25 guests 
were present. The following were elected officers: President, 
J. W. Montigney, T. M., the Cleveland Tractor Company; first 
vice-president, J. E. Anderson, A. G. F. A., Big Four; second 
vice-president, A. H. Brown, A. T. C., Cleveland Chamber of 
Commerce; secretary, W. A. Ray, chief clerk, traffic depart- 
ment, Nickel Plate; treasurer, J. M. Gray, manager, Universal 
Carloading & Distributing Company; and board of governors 
(to serve for two years)—For the transportation companies: 
J. L. Austin, manager, Cunard Steamship Line, and J. W. Free- 
land, freight representative, B. & O.; for the industrials: C. M. 
Dilworth, T. M., Andrews Furniture Storage Company; L. P. 
Noyes, T.. M., the May Company; and J. S. Schwalm, chief 
clerk, traffic department, incandescent lamp department, Gen, 
eral Electric Company. 


GRAPES FROM CALIFORNIA 


Rules of procedure for filing. weekly car requirements for 
grape shipments from the California territory in the 1926 season 
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WARD LINE 


New York and Cuba Mail Steamship Co. 
General Offices Foot of Wall Street New York 
Passenger and Freight Service Between 


New York-Cupa-MEXIGAN GULF PorTs 


NEW YORK — HAVANA 
Weekly Sailings on Saturdays for Passengers and Freight 









NEW YORK — HAVANA — MEXICO 
Weekly Sailings on Thursdays 


HAVANA, CUBA; PROGRESO and VERA CRUZ, MEXICO 
for Passengers and Freight 







Additional Freight Service 


Weekly Sailings on Thursdays 
NEW YORK TO TAMPICO, MEXICO 


Weekly sailings to Santiago, Cienfuegos, 
Guantanamo, Manzanillo, Cuba 


Full information on request 


AGENCIES 
Chicago, t., ee eS > Se as Sa ee 
Buffalo, N.Y, 08 Prudential Bldg, L. lL. Lancaster. 
ork, Me Per 14, Bast River, M Wetera Apa 
Phitedsiphias Pa., Texas Transport & Terminal Co., The Bourse. 
San Franoiseo, Cal., Davies Turner & Co., 110 California 8t., C. A. Anderson, 


Pacific "Manager. 
Havana, Cuba, Compostela y Desemparado, Wm. Harry Smith, General Agent for 


Mexieo City, Cince de Mayo No. 16, BR. C. Burns, General Mexican Agent. 
Liverpool, Eng., Doek Board Bldg., Benj. Ackerley & Son, General Buropean Agents. 















Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadel phia, 
New York set Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far ‘gu 
For rates, dates of sailing and other information apply 
WILLIAMS STEAMSHIP CO., a 
Moore and Water Streets, New York, Telephone Bowling Green 7394 
a 
And at our Branch Offices at ports of call, etc. 


a 
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PANAMA MAIL S.8. CO. 


Fast Freight and Passenger Service 


S. S. ECUADOR.............. June 26 June 28 
S.S. COLOMBIA............. July 24 July 26 
S. S. VENEZUELA........... August 14 August 16 
regular sailings for Mazatlan, , Cham 
San Jose de Guatemala, Acajutla, La 


Trons-Shipment ef Pename for South Americen end European Ports 
OFFICES 


Street, San Francisco, Cal. 
10 Hanover Sq., Neu Yate IY, S48 So. Spring St., Loe Angeles, Cal. 


ORL IDE 


FREIGHT SERVICE 


FREQUENT SAILINGS PROMPT FORWARDING 
104 SHIPS 1,120,187 TONS 


Years’ Experience 
setewnanteinia’ ‘sessantile Marine Company 
White Star Line American Line ar Line 
Atlantic Transport Line Panama Pacific Line 
Leyland Line White Star-Canadian Services 


A. C. FETTEROLF, Vice-Presiden t Traffic 
No.1 Broadway, New York City. J. D. ROTH, G.W.F.A., 327 S. La Salle St., Chicago 


United Fruit Company 
General Offices, One Federal Street, Boston, Mass. 
STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


COLOMBIA 
Cartagena 
Puerto Colombia 
Santa Marta 


COSTA RICA 
Port Limon 


JAMAICA 


Kingston 
Port Antonio 
Jamaica Outports 


CANAL ZONE 
Cristobal 


PANAMA Pan et Saeeanen 


Bocas del Toro Spanish Honduras 
Through Bills of Lading issued via Cristobal to West Coast Ports 
America, Central America and Mexico. 
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have been issued by Charles E. Virden, chairman of the Pacific 
Coast Regional Advisory Board. The rules are part of a grape 
shipping plan recently formulated by a special committee of 
twenty-one shippers, producers, and bankers of the board. The 
plan ‘requires the bonding of every shipper of grapes and the 
filing of car needs ten days in advance of the shipping date. 
In this way, according to the announcement of the board, any 
refrigerator car shortage in the peak period of loading will be 
avoided. 


CENTRAL WESTERN BOARD TO MEET 


The Central Western Shippers Advisory Board will hold its 
eleventh formal meeting at Hotel Utah, Salt Lake City, Utah, 
July 8. Clarence C. Neslen, mayor of Salt Lake City, will 
deliver the address of welcome. There will be a banquet in the 
evening. Governor G. H. Dern, of Utah, will be the speaker. 


THE WOODLOCK NOMINATION 


Senator Blease, of South Carolina, acting for Senator Smith, 
of South Carolina, who is campaigning for reelection to the 
Senate, obtained permission of the Senate for Senator Smith 
to reveal to his constituents how he voted on the nomination 
of Thomas F. Woodlock as a member of the Commission. Sen- 
ator Smith voted against the nomination. 

Senator Blease offered a resolution providing that any sen- 
ator, if requesed to do so, might state how he voted on any 
confirmation in executive session. Senator Reed, of Pennsyl- 
vania, said the resolution should “go over.” 

Explanation was made by Senator Blease that the reason 
he asked for immediate consideration of the resolution was be- 
cause his colleague was now in a campaign in South Carolina. 
He said he did not care to state all the circumstances, but that 
Senator Smitth was being accused “of casting a ballot on a con- 
firmation, and it is not fair to him.” 

“It is a case the Senate knows all about, involving old man 
Taylor’s nomination,” said Senator Blease. “I said to my col- 
league, ‘Go home and tell how you voted.’” 

Senator Smith’s reply was to the effect he had not violated 
the Senate’s rules in that respect since he had been in the Sen- 
ate and that he would not do it. Senator Blease said if the 
Senate did not adopt the resolution he proposed to wire the 
South Carolina papers how Senator Smith had voted on the 
Woodlock nomination. The matter was adjusted by modifying 
the request to apply only to Senator Smith and in that form 
it was approved by the Senate. 

The reference by Senator Blease to Commissioner Taylor’s 
nomination harked back to the allegations that there was an 
agreement to confirm Woodlock if Taylor were confirmed. 





ABANDONMENT OF LINE 


The Commission has issued a certificate authorizing the 
Denver & Rio Grande Western to abandon a line of railroad 
from Moffat to Crestone, Saguache county, Colo., but has dis- 
missed that part of the application asking authority to abandon 
that part of .the line from Crestone to Cottonwood, Colo., be- 
cause that part of the line has not been in operation since the 
Commission obtained jurisdiction over abandonment of lines 
under the transportation act. The effect of the decision is to 
permit abandonment of the line from Moffat to Cottonwood, a 
distance of approximately 17 miles. The Colorado commission 
has authorized abandonment of the line. Persons served by 
the Crestone branch protetsed to the Colorado commission 
against abandonment. The branch is a narrow-gauge line. The 
report stated that only one protestant, operator of a sawmill, 
testified at the hearing held by the state commission. The Com- 
mission said it was apparent that the traffic on the line was 
insufficient to warrant further operation, that there was no pros- 
pect of any material increase in traffic, and that continued op- 
eration would be an unwarranted burden on the applicant. The 
Commission said its certificate would take effect 30 days after 
June 21 and that within that period of time “the applicant shall 
sell the line between Moffat and Crestone, or any portion 
thereof, to any person or persons desiring to purchase same for 


continued operation, and offering to pay therefor not less than 
its fair net junk value.” 





CAR HIRE DATA DESIRED 


The Commission, in No. 17801, In the Matter of Car Hire 
Settlements between Railroads, has sent a questionnaire to the 
railroads in which they are asked for data which will enable 
it to reach a conclusion as to the mannér in which car hire 
settlements should be made, especially between the big roads 
and the short industrial and tap line railroads. The informa- 
tion is to be furnished not later than November 1. One of the 
points to be covered is as to whether-the road making the re- 
turn to the questionnaire is owned or controlled, in whole or 
in part, directly or indirectly, by individuals or industries 
served, and if so, the proportion of such interest is to be shown. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons deoloa with traffic. A specialist 
on interstate. commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 

blems. We do not desire to take the place of traffic man but to 
belp him in his work. 


The right is reserved to refuse to answer in this department any 


uestion, 1 or traffic, that it may appear to us unwise to answer 
e that involves a situation too complex for the kind of investigation 
herein contemplated. : 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Freight Charges—Demurrage—Liability of Consignor 

Pennsylvania.—Question: We had an order for structural 
steel sold on basis of F. O. B. shipping point. Part of this 
material went forward collect and a few cars prepaid. When 
material arrived at destination consignee paid freight charges 
on collect shipments and accepted material, but due to some. 
one’s negligence cars went on demurrage before they were un- 
loaded. About 8 months after material arrived at destination the 
consignee abandoned his place of business and the delivering 
carrier was unable to locate his present address and is asking 
the shipper to pay these demurrage charges. Although the 
shipper signed the article regarding recourse on the consignor 
on collect shipment, can the delivery line collect these demur- 
rage charges from the consignor? 

Answer: In our opinion, where demurrage accrues after 
delivery of a shipment to the consignee, whereby the contract 
of shipment entered into between the consignor and the carrier 
is eompleted, the consignor cannot legally be held liable for the 
demurrage charges. 

If, however, the demurrage accrues prior to acceptance of 
the shipment by the consignee and, by reason of the refusal of 
the consignee to accept delivery of the shipment the charges 
remain unpaid, the carrier can, in our opinion, upon the ground 
that the consignor as the party who entered into the contract of 
shipment with the carrier is primarily liable, hold that party 
liable for the demurrage charges. 


Routing and Misrouting—Application of Conference Ruling 
No. 474 (C) 
Missouri.—Question: We beg to refer you to paragraph C 
of Ruling No. 474, Interstate Commerce Commission’s Confer- 
ence Ruling Bulletin No. 7, reading as follows: 


The obligation lawfully rests upon the carrier’s agent to refrain 
from executing a bill of lading which contains provisions which are 
contradictory and therefore impossible of execution. When, there- 
fore, the rate and the route are both given by the shipper in the 
shipping instructions and the rate given does not apply via the 
route designated, it is the duty of the carrier’s agent to ascertain 
from the shipper whether the rate or the route given in the shipping 
instructions shall be followed. 


Will you kindly advise us if the Commission has superceded 
these instructions by others which have the effect of cancelling 
this rule? 

Answer: The provisions of Conference Ruling 474, paragraph 
(C) thereof are being applied by the Commission where a sit- 
uation calls for its application, no change having been made in 
the ruling since it was promulgated. See Empire Lumber Co. 
vs. Director-General, 88 I. C. C. 424; Prince & Co. vs. Director- 
General, 87 I. C. C. 229, and Brownell Improvement Co. vs. B. & 
O. C. T. R. R. Co., 85 I. C. C. 461. 


Delay—Proof of 

Maine.—Question: At times there is considerable delay in 
loading out lake and rail shipment feeds at eastern lakeport. 
Will you kindly give us your opinion as to what would be con- 
sidered a reasonable time in which to load out these cars? ° 

Also. in case of delay beyond a reasonable point are not the 
carriers responsible in the same way as they would be in case 
of all rail shipments, being delayed in transit. ‘These ladings 
being issued at originating point, Minneapolis, for example. 

Answer: The law does not attempt to fix by rule what is 
a reasonable time. What is a reasonable time is not susceptible 
of being defined by any general rule, but the circumstances of 
each particular case must be adverted to in order to determine 
what is a reasonable time in that case. The mode of convey- 
ance, the distance, the season of the year, the character of 
weather, the ordinary facilities for transportation, and an un- 
usual rush of business, if there is such, are to be considered 
in determining whether in the particular case there has been 
an unreasonable delay. In the absence of special contract or 
special circumstances which take the case out of the general 
rule, a carrier is not bound to use extraordinary means to for- 
ward even perishable freight. The shipper must be understood 
to contemplate carriage by the regular- trains on the ordinary 
schedule and hence, if he desires special service he should 
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vacationist in the great National Parks and scenic 
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ors. This new vacation wonderland 














eded 
lin . ° 

g California 
The Overland Limited to San Fran- 
cisco; Los Angeles Limited to Los An- 
geles or any one of three other fine 
daily trains from Chicago and St. Louis. 


Taph 
L sit- 
le in 


> Co. 
ctor- 
B. & 





y in 
port. 
con- 


, the 
case 
‘ings 


it is 
tible 
s of 
nine 
vey- 
r of 
un- 
ered 
















1 of the West 
Zion National Park, 













Kaibab Fores? 
North Rim of 
Grand Canyon 









can now be visited in complete comfort. 
Two to five-day motor bus tours, 
Excellent lodges. 


Salt Lake City 


The Mormon Temple, the Tabernacle 
and the Great Salt Lake. See Salt Lake 
City on your Western Tour at no ex- 


tra cost. 
Yellowstone 


Through West Yellowstone—the Park’s 
most popular entrance—where you see 
the most and see it best. Wild animals, 
spouting geysers, boiling springs, pris- 
matic Ils, lakes, towering peaks, 

eat forests, the gorgeous canyon— 

300 square miles of marvelous spec- 


tacles, 
Colorado 


The glorious mountain playground a 
mile high among the colossa _ of 

the Rockies. Wonderful motor 
— through the scenic splendors 
of Rocky Mountain National Park. 
You can see Colorado, Yellowstone 
and Salt Lake City for the fare to 
Yellowstone alone. 


PACIFIC 


See Salt Lake City en route without 
extra charge. 


' Pacific Northwest 
200 miles along the beautiful Columbia 
River Highway. Seattle, Portland, Ta- 
coma—Mt. Hood, Mt. Rainier, Puget 
Sound. Gateway to Alaska and the 
ent. 


Escorted Tours 


Low priced, escorted, all-expense tours 
to all the principal attractions through- 
out the West leave Chicago frequently 
during the summer season. 


LOW Round Trip Fares 


Bargain round trip fares to all of these 
tegions this summer. 


Free Literature 
Free illustrated booklets and other de- 
scriptive literature will be forwarded on 
application to 
W. H. MURRAY 
General Passenger Agent 
Union Pacific System 


Omaha, Nebraska 858 
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contract for it. If the carrier can show that it was free from 
negligence which contributed to the delay, the delay, however 
long, cannot be said to be unreasonable. 

The question as to the particular time a shipment ought to 
take to reach a certain point is one which must depend upon 
a variety of circumstances. Not only are the normal demands 
upon a carrier’s facilities to be considered, but the character 
of the freight is of paramount importance. One way to prove 
what is a reasonable time is by what is called the “parallel rule,” 
under which the time it takes shipments, sent either on the 
same day as the one in question, or at the same time of the 
year, is used as a method of computation. As to the admissi- 
bility of this kind of evidence see the following cases: Beaufort 
Truck Growers’ Association vs. S. L. L., 121 S. E. 554; N. & W. R. 
Co. vs. A. J. Steele & Sons (Va.), 86 S. E. 124; Lusk vs. Dureant 
Nursery Co. (Okla.), 188 Pac. 104; Young & Co. vs. G. R. & I. 
R. Co. (Mich.), 167 N. W. 11; National Elevator Co. vs. G. N., 
170 N. W. 515. 

With respect to the matter of the liability of a steamship 
company for delay, see our answer to New York, on page 1560 
of the June 5, 1926, Traffic World. 


Weights and Weighing 

Pennsylvania.—Question: If a carload of coal is weighed 
at point of origin on a railroad scale and shows a weight of 
fifty tons and is again weighed at destination on a railroad 
seale and this time shows a weight of forty-eight tons, is the 
consignee entitled to file claim with the railroad for the loss 
of the coal and for the freight charges on the lost lading, basing 
his claim solely on the difference in weight shown by the two 
weighings? If not, what additional evidence must he submit 
to support his claim? 

On the other hand, if the weighing at destination showed 
fifty-two tons would the railroad be entitled to submit a bill 
for freight charges for the additional two tons, and would the 
consignee be liable for those charges? We are assuming that 
these shipments all moved on a collect basis. 

Answer: If the facts you set forth in the first paragraph 
of your letter are proved a prima facie case will have been 
made, thereby placing upon the carrier the burden of showing 
either that an error was made in the weighing of the car, which 
error accounts for the presumed loss or that the loss occurred 
from a cause for the consequence of which it is not liable, 
such as an act of God, the public enemy, the inherent nature 
of the commodity, the act of the shipper, etc. See C. & O. Ry. 
Co. vs. Thompson Mfg. Co., 70 U. S. (L. Ed.) 364; Great Western 
Grain Co. vs. C. M. & St. P. Ry. Co., 204 N. W. 47. 

Whether the difference in the origin and destination weights 
is the result of an error in the weighing of the car or due to 
another cause is a question of fact, as to the determination of 
which any competent evidence is admissible in proof. 

With respect to your second question, the answer is that 
the burden would be upon the carrier to show that the des- 
tination weight and not the origin weight is the correct weight. 
The mere showing that a greater weight was obtained upon the 
second weighing of the car does not constitute proof of an 
undercharge. The carrier would be required to show that the 
weight obtained at the point of destination is the correct weight. 
Reconsignment—Liability of Carrier for Failure to Reconsign 


Where No Tariff Provision Therefor 

Rhéde Island.—Question: I would like your opinion and 
quotations of decisions on the following matter: 

A shipment was made destined to a point in Kentucky. 
Three days after it was made the agent at point of origin was 
telegraphed to stop and return the shipment to point of origin. 
This telegram was confirmed the next day and original bill of 
lading furnished him. Through his neglect to wire the first 
transfer, which was Cleveland, the shipment was allowed to 
proceed to Cincinnati and placed in storage there, and when 
finally returned the charges were assessed from point of origin 
to Cincinnati and return including storage charges. 

The carriers admit neglect in not stopping the shipment at 
Cleveland, but they say they have no tariffs covering this mat- 
ter, and consequently cannot be held liable. Our idea is that 
having undertaken to perform the service they are responsible 
if failure to do so is result of carelessness or negligence on 
their part. 

Answer: If, as the carriers state, there is no tariff under 
which the shipment in question could have been reconsigned, 
it seems apparent that there has been no violation of the Act 
so as to give the Commission jurisdiction in the matter except 
in so far as the carriers’ failure to publish a reconsigning tariff 
is concerned. See Doran & Co. vs. N. C. & S. L., 33 I. C. C. 523. 

In the instant case it would be necessary for the Commission 
to make a finding that the failure to publish a tariff under which 
a reconsignment of the shipment in question could have been 
made was unreasonable, and further, that damage resulted by 
reason of the carrier’s failure to comply with reconsigning in- 
structions, a compliance with which would have obviated the 
additional charges which accrued. : 
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In this connection, see the Commission’s opinions in Ken 
& Sons vs. C. M. & St. P., 40 I. C. C. 552, and Krauss Brothey 
Lumber Co. vs. Director-General, 66 I. C. C. 637, in which th 
Commission holds that carriers subject to the act may ng 
lawfully extend reconsignment without tariff authority. 

We can locate no cases which relate to a similar statement 
of facts. 

Application of Cummins Amendment to Shipments Moving from 
Canadian Points to Points in the United States 

Minnesota.—Question: Will you please advise if there js 
any decision on record concerning the following matter: 

We received a number of shipments in carload lots from 
Canada. Losses have been sustained in connection with same 
and our claims have been based on the market value at 
destination. 

However, in view of the stipulation carried in the Canadian 
bill of lading, the carriers decline to make settlemeht on this 
basis and request that the claims be amended to invoice cost 
plus freight if paid. 

Answer: While we can locate no case involving the con. 
struction to be placed on the provisions of the Canadian bill of 
lading, to which you refer, so far as it relates to shipments 
moving to points in the United States, it would seem that under 
the decisions of the Supreme Court of the United States in the 
McCaull-Dinsmore case, 253 U. S. 97, and G. H. & S. A. R. R. Co, 
vs. L. H. Woodbury and Vincent Woodbury, 254 U. S. 357, that 
the provisions would be held to be a limitation of liability on 
the part of the carrier, and, therefore, void as being in contra. 
vention of the Carmack or Cummins Amendment to the Inter. 
state Commerce Act, which prohibits a limitation of liability 
such as provided for in the Canadian bill of lading. F 
Tariff Interpretation—Twofor-One Rule—Provision of Rule 34 

Requiring Application of Minimum on One of Two Cars Fur. 

nished in Lieu of Car Ordered 

Michigan.—Question: Referring to your answer to “Okla: 
homa,” on page 1504 of The Traffic World of May 29th, under 


the above caption. In the’fourth paragraph you have the fol- 
lowing to say: 


We are not aware of the basis for the requirement that the first 
car be loaded to the minimum weight fixed for that size car, in view 
of the purpose of the rule to give the shipper the benefit of the charge 
which would have applied had the carrier furnished the size of car 


ordered, and which it holds itself out under the application of the 
sliding scale minimum to furnish. 


Rule 34, Section 3-B of the Consolidated Classification, is 
based upon the decision of the Interstate Commerce Commission 
in Wm. K. Noble vs. Baltimore & Ohio Railroad Company et al., 
22 I. C. C. 432. On page 436 of the Commission’s report above 
referred to, third paragraph, the Commission, among other 
things, has the following to say: 


The Commission suggests * * * the carrier should provide by 
tariff provision that where the larger car cannot be had and two 
smaller cars are furnished for the convenience of the carrier, the 
minimum applicable to the large car shall be protected or, at least, 
that one of the smaller cars should be loaded to its minimum ca- 


— and the balance of the shipment charged for at the carload 
rate. 


On page 437, fourth paragraph, speaking of the discrimin- 
ation, the Commission stated “it would be inconsiderable if 
carriers were to require one of the two cars to be loaded to 
capacity and also to the minimum specified for a car of that size, 
the balance of the shipment going at the carload rate.” 

On page 438, first paragraph, the Commission held that 
“where a carrier by its tariff established particular minima as 
applicable to cars of given dimensions, it must furnish a car 
of the size provided for in the tariff and ordered by the shipper, 
or, in case of its inability to do this, must provide other equip- 
ment, under such conditions as to fairly protect the minimum 
of the car ordered.” 

It will be noted that the Commission uses the word “fairly” 
and does not say that the carrier must actually protect the 
minimum of the car ordered. 


I have seen nothing in later decisions of the Commission 
changing this opinion. 

Answer: While it is true that in the case to which you 
refer, the Commission made the statements set forth above, the 
Commission’s order in this case was not directed to the publica- 
tion of a two-for-one rule containing a provision that one of the 
cars be loaded to capacity and also to the minimum specified 
for a car of that size. It is very probable, however, that the 
carriers followed the suggestion of the Commission in this case 
in the wording of the provisions of Rule 34. Nevertheless, the 
Commission’s findings in this case seem to have been modified by 
its findings in California Cotton Mills Co. vs. Sou. Ry. Co., 74 
I, C. C. 746, referred to in the last paragraph of our answer 
to Oklahoma, page 1504 of the May 29, 1926, Traffic World, 
under the above caption. 

Duty of Owner to Prevent or Reduce Damage 
Ohio.— Question: Will you kindly advise if it is the duty 






















































































of the consignee to clean cars and save as much damaged freight 
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LEONARD’S GUIDE FOR SHIPPERS 


Freight, Express, Parcel Post 
RATES and ROUTINGS 


All in One Book! 


Entirely different from anything else you have ever 
seen. Used by the leading firms in over 500 cities. 
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Today used in 500 cities! 

Why ? 

Because we save our subscribers money. 









Send for sample sheets showing parcel post and 
express rates from your city to every point in the 
United States and Canada. ' 


G. R. LEONARD & CO., Inc. 
155 North Clark St. 15 East 26th St. 
CHICAGO NEW YORK 



















On the luxurious steamships Eastern States and 
Western States. Music, dancing, wireless, and 
deck games aboard. Hostess in attendance. 
Unlimited stopover privileges at Mackinac 
Island and either Detroit or Chicago. Serv- 
ice three times weekly from Detroit June 
24th to Sept. 4th; from Chicago June 26th 
to Sept. 6th. Tickets limited to sleeping 


What = accommodations. 


Say: ‘This trip has been so far beyond our expectations that I 
want you and your company to know it.”’ 


** Meals and service would be a credit to any hotel in the 
country.” 
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Buffalo and Detroit on the largest steamers of their type in 
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2nd—Proper presentation of facts 









3rd—Comprehensive, intelligent, 


Ba Grand _Buttaio to Chicago of Chicago to Buffalo. Special 
accurate exhibits 
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6th. 8-day limit. Stopovers at Niagara Falls, Detroit, 


‘807 Mackinac Island, or Chicago. 


Illustrated Bookletof D&C TOURS 

mailed upon receipt of 2 cent stamp. 
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McCracken, Acting General Passenger Agent at Detroit, Mich. 
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as possible for the railroad to salvage, where railroad does the 
salvaging of the damaged merchandise, that is, say for instance, 
a carload of peas, beans or a commodity of like nature, arrives 
at consignee’s siding, and quite a number of sacks are torn and 
approximately 400 pounds of the beans scattered over the car 
floor. Does the duty rest on the consignee to sweep up this 
lading and hold for the railroad salvage? 

A court ruling along with your decision will be greatly 
appreciated. 

Answer: In accordance with the decisions of the courts in 
a number of cases, it is the duty of the owner of goods injured 
by the carrier during transportation to use all reasonable means 
to render the effect of the injury as light as possible, and no 
recovery can be had for damage which such care would have 
prevented. See Chicago, etc., R. Co. vs. Wolcott (Ind.), 39 
N. E. 451; Lightfoot vs. St. Louis, etc., R. Co. (Mo.), 104 S. W. 
482; D’Olier vs. New York Cent., etc., R. Co., 98 N. Y. S. 649; 
Ft. Worth, etc., R. Co. vs. Ft. Worth Horse, etc., Co. (Tex.), 
180 S. W. 1170, also 265 S. W. 64 and 255 S. W. 553. 


Whether this obligation extends to the performance of the 
service outlined by you has not been the subject of a reported 
decision of the courts, to our knowledge, but it seems to us 
that it might reasonably be required of a shipper. At least, the 
shipper should give the carrier such notice as will enable it to 
salvage the injured goods, assuming that the duty to salvage 
goods rests upon the carrier. 


Whether a legal duty rests upon a carrier to salvage injured 
goods is doubtful. This for the reason that it is a rule of law 
that it is the duty of a consignee to accept a shipment even 
though it has been damaged in transit, unless the character 
of the property is, by the negligence of the carrier, so changed 
that it cannot be applied to the ordinary use of such property, in 
which event the consignee is within his rights in abandoning 
the shipment. In this connection see McGrath vs. C. & W. C. 
Railway Co., 75 S. E. 44. The court therein held that where 
goods were injured by the carrier, retain a substantial value, 
the owner cannot refuse to take them and sue the carrier for 
their entire value, but can only recover for their diminution in 
value, but that where machinery, being so injured by a carrier 
that it is valuable only for old iron, for which it would bring 
at the price therefor of 25 cents a hundred pounds, 55 to 77 
cents, its net value to the owner, of anything, by reason of 
the expense of receiving it, finding a purchaser and delivering 
it, is so insignificant that it will not be considered as regards 
his right to sue for and recover its entire value before the injury. 

See also New Hampshire Wholesale Fruit Co. vs. Payne, 120 
Atl. 78 and G. C. & S. F. Ry. Co. vs. H. B. Pitts & Sons, 
87 S. W. 727. 


While the delivery of goods in a damaged condition at 
destination, raises a presumption of negligence on the part of 
the carrier, the carrier may always rebut the presumption by 
showing that the loss or damage occurred through the fault 
of the shipper in not properly packing the shipment; that the 
goods were not received in good order, notwithstanding a state- 
ment to that effect in the bill of lading, or that the loss resulted 
from some cause, such as an act of God, etc., for which a 
carrier is not liable. If the loss or damage resulted from any 
of these causes, the carrier would not be liable and, therefore, 
the carrier could hardly be charged, in advance of the de- 
termination of its liability for the damage, with the duty of 
salvaging damaged goods, as to which damage its negligence 
did not contribute. 


Liability—Goods Improperly Packed or Loaded by Shipper 


lowa.—Question: We have a claim entered with the rail- 
road company covering a carload shipment which was loaded 
by us and unloaded by consignee. 

The shipment was not inspected by the railroad company 


after we had completed loading, but they gave us a clear receipt 
for same. 


When shipment arrived at destination, there were several 
castings broken and the railroad company advised that this 
breakage was due to insufficient packing. 

We have given them an affidavit by the party loading this 
car that it was properly braced and also one by the party un- 
loading it, stating that the car was braced sufficiently so that 
‘under ordinary handling there should have been no breakage. 
‘However, the railroad company still insists that the car was 
not properly braced and wish to settle on a 50-50 basis. 

In view of the fact that we received a clear receipt from 
the railroad company and also that we have affidavits from the 
party loading the car and the party unloading the car that same 
was securely braced, are we not entitled to payment of our 
claim? 

Answer: It is a question of fact as to whether the ship- 
ment in question was properly loaded, as to which fact affidavits 
are evidence, though by no means conclusive, in proof of the 
proper loading of the shipment. See our answer to “New York,” 
on page 1684 of the June 19, 1926, Traffic World, under the 
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caption “Proof of Loss and Damage—Affidavits,” with respeq 
to the probative effect of affidavits in a suit against a carrie, 

The compromise basis offered by the carrier need not } 
accepted, the carrier being liable for the full amount of the dam 
age in the event that its negligence was the proximate caugg 
of the breakage, but unless the carrier can be convinced that 
the shipment was properly loaded in the car, your only course 
is to bring suit for the value of the castings, in which event 
the burden will be upon the carrier to prove that the injury tg 
the shipment resulted from the improper loading thereof by 
the shipper or from some other cause for the consequences of 
which it is not liable. Under the decisions in numerous case 
when the shipper loads freight on a car for shipment, the carrier 
who receives the car as loaded is not liable for damages which 
arise from the defects in the loading. 

A carrier is liable in damages upon proof of delivery of q 
shipment to the carrier in good condition and its receipt at 
destination in an injured condition, the proof of which fact 
make out a prima facie case, subject to rebuttal by the carrier 
upon the ground that the shipment was improperly loaded by 
the shipper. 

A clear receipt given by the carrier does not preclude the 
carrier from rebutting the presumption of its negligence which 
arises from the proof of delivery to the carrier in good condition 
and receipt at destination in an injured condition by a showing 
of the improper loading of the shipment by the shipper. 

Whether or not the shipment was improperly loaded is a 
question of fact, upon the determination of which the liability 
of the carrier in the instant case apparently hinges. 


State Versus Interstate Traffic 

California—Question: A shipper at point “A” sells some 
goods to a firm located in another state. The latter instructs 
him to send the shipment as less-carload via an intrastate route 
to another shipper at point “B,’ who hauls it from the derot 
to his factory and loads it with a carload-of the same commodity 
destined to the buyer at the intermediate point. 

The shipper at point “A” realizes that the ultimate destina- 
tion will probably be interstate, but he pays the freight to point 
“B” only, and, as he was instructed to send the shipment to 
that point, it could hardly be held that it was his intent to ship 
to an interstate point. 

Should intrastate or interstate rates be assessed on the 
movement from “A” to “B’? We think there are two distinct 
shipments involved, one L. C. L. intrastate, and the other carload 
interstate, with no connection between them, but have been 
unable to find a case exactly in point. 


Answer: While we can locate no opinion of the Commis- 
sion which covers a set of facts such as you set forth, it is our 
opinion that the principle of the Commission’s findings in Muse 
Lumber Co. vs. Director-General, 85 I. C. C. 267; Simms Oil Co. 
vs. H. & T. C. R. R. Co., 85 I. C. C. 587; Trojan Powder Co. vs. 
Director-General, 88 I. C. C. 447; Goldsboro Chamber of Com- 
merce vs. A. L. C. R. R. Co., 91 I. C. C. 315; Chicago Live Stock 
Exchange vs. Director-General, 102 I. C. C. 452. 


In Trojan Powder Co. vs. Director-General, 88 I. C. C. 447, 
the Commission said: 


Where there is an original and continuing intention to ship 
goods from a point in one state to a point in another state, the 
commerce is interstate and its character, as such, is not changed 
by mere accidents or incidents of billing. B. & O. S. W. R. Co. 
vs. Settle, 260 U. S. 166. The transportation is subject to our 
jurisdiction. 


It seems apparent that in the instant case there was a con- 
tinuing intention to ship the goods not unloaded at “B” to the 
interstate destination at the time this portion of the original 
shipment left “A,” and that, therefore, the interstate rate be- 
yond “B” is the applicable rate. 

Carriage of Live Stock—Liability of Carrier 

Ohio.—Question: We recently filed claim for loss of a dead 
hog which arrived in a carload shipped to our plant. 

The carrier offered to settle on one-half the value of the 
animal, stating that was the usual basis for settlement in such 
cases. There was nothing to show what caused the death of 
the hog. 

Will you kindly advise us if there is any authority by which 
carriers are justified in settling such claims on basis of one-half 
value? 

Answer: The carrier assumes the same responsibility for 
the safe carriage and deliyery of animals as in the carriage of 
other kinds of property, except from injuries resulting from the 
nature, habits, propensities, viciousness, or other inherent quali- 
ties of the animals. And in the absence of a statute or provi- 
sion in the bill of lading, the common-law rule as to the duty 
to care for live stock in transportation is imported into and be- 
comes a part of the contract. The carrier is bound to use rea- 
sonable care to transport without injury live stock placed in its 
hands for shipment and will be liable for damage or for loss 
proximately resulting from its failure so to do. However, this 
is the extent of its duty; and it is not absolutely bound to de- - 
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liver the stock in good condition; it is required to use only such 
care to avoid injury as a person of ordinary prudence would 
use under the same or similar circumstances. 

If the carrier’s failure to use reasonable care was the 
proximate cause of the death of the hog, the carrier is liable for 
the full value thereof. This is a question of fact. 

The acceptance of the compromise basis offered by the car- 
rier makes unnecessary a definite determination of whether the 
carrier was responsible for the death of the hog, although pre- 
sumably the carrier is reasonably certain that it is responsible. 


Demurrage—Error in Statement of Car Number in Bill of Lading 
Colorado.—Question: We have a claim filed with the car- 
riers for refund of demurrage and reconsigning charges which 
accrued on a shipment of wheat billed from Ammon, Idaho, to 
Denver, where it was inspected and forwarded to St. Louis. 

The rules under which grain shipments may be inspected 
in transit provide that same may be permitted without charge 
when inspection and reconsigning is consummated within 24 
hours after the car is placed on inspection track. 

The particular car in question was billed out of Ammon, 
Idaho, as car U. P. 73753, whereas the correct number on the 
car was U. P. 73752. Due to the erroneous car number shown 
on the bill of lading our Denver office was unable to accomplish 
the inspection and diversion within 24 hours. . 

The original bill of lading was made out by the shipper and 
signed by the carrier’s agent and the charge accrued solely on 
account of the erroneous number shown on the bill of lading. 

The carrier takes the position that the opinion in Woodland 
Lumber Co. vs. Norfolk Southern R. R. Co., 38 I. C. C. 709, 
clearly covers such a case and that the shipper is liable for 
whatever damage accrues by reason of his having shown an 
erroneous car number. On the other hand, we take the position 
that the case above quoted is not analogous to the one here 
under discussion; furthermore, that the shipper may rightfully 
insist that the agent make the bill of lading, in which case, of 
course, the carrier would have to assume responsibility for any 
error of its agent. 

We would like to have you advise us whether the position 


of the railroad is correct, giving reference to any cases which 
deal with this question. 


Answer: Based upon the statements made in your letter, 
it seems apparent that the proximate cause of the accrual of 
the demurrage charges was the error made in the statement of 
the car number in the bill of lading. The Commission, in its 
opinion in Woodland Lumber Co. vs. Norfolk Southern Railroad 
Co., 38 I. C. C. 709, places the responsibility on the shipper 
where his error in the making out of the bill of lading is the 
proximate cause of the accrual of additional charges. Of course, 
if the carrier’s agent had made out the bill of lading and the 
error had been made by the agent this responsibility would lie 
with the carrier and not with the shipper. Apparently no re- 
quest was made upon the carrier’s agent that he make out the 
bill of lading. In this connection, See Metropolitan Lumber Co. 
vs. Cent. R. R. Co. of New Jersey, Unreported Opinion No. A-60, 
in which case the Commission dismissed a complaint alleging 
the collection of certain unreasonable demurrage charges at 
Bayonne, N. J., on the ground that the record failed to show 
that the charge accrued from the negligence of the defendant 
carrier. In that case the shipper had made an error in the 
name of the party to be notified of the arrival of the shipment. 
That case, together with the opinion in the Woodland Lumber 
Co. case, 38 I. C. C. 709, in our opinion, support the carrier’s 
contention that it is not liable for the extra charges which 
accrued on the shipment in question. 


Tariff Interpretation — Classification Exception Versus Com- 
modity Rate 


Kansas.—Question: Please advise us your opinion of the 


following question: 

Jones’ Tariff No. 130-P, exceptions to Official Classification, 
carries rates on petroleum products between points in Central 
Freight Association territory, which, in some cases, are lower 
than published commodity rates. 


Please advise your opinion as to whether these exceptions 
should take precedence over commodity rates when the parti- 
cular commodity rates are published in tariffs which do not 


allow the alternative use of the class rates when making a 
lower rate. 


The situation plainly stated is this: 

Do the rates, as established in the exceptions to the official 
classification, when lower, take precedence over a com- 
modity rate? 

Answer: In Docket 16682, Elaborated Ready Roofing Co. vs. 
C. & E. I. (Mimeographed), citing Boldt Paper Mills Co. vs. Di- 
rector-General, 62 I. C. C. 471, the Commission holds that inas- 
much as an exception to the classification requires reference to 
the tariff naming class rates a rate determined by the use thereof 
cannot be considered as a specific commodity rate. See also 
Warden-Allen Co. vs. C. M. & St. P., 42 I. C. C. 361, to the effect 
that where there is a specific commodity rate a rate determined 
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by the use of a classification exception is inapplicable, a specific 
commodity rate taking precedence in the absence of a provisioy 
for the alternative use of class rates. 


Routing and Misrouting—Carrier Not Required to Turn a Ship. 
ment Over to Competing Line 

New York.—Question: Kindly give us your views on the 
followng: 

Speiden I. C. C. 955 shows rates on phosphoric acid from 
Anniston, Ala., to a number of points in the east, but the point 
we are particularly interested in is in Virginia. Phosphoric 
acid takes third class rating L. C. L. and the lowest combined 
rate to our plant is $1.37. This rate, however, is not applicable 
in connection with all lines, see page 146. 

Shippers tendered bill of lading to the local agent of one 
of the roads with route and rate inserted; the rate inserted, $1.37, 
did not apply via the road the shipment was tendered to, but 
the agent did not advise shippers that the rate was not applic. 
able via the road inserted and let the shipment go through. 
Consequently, there was additional charges at destination. In 
making claim against the delivering carriers, they make a partial 
adjustment, but not on the basis of published rate $1.37, and 
we are holding out for settlement of our claim in full, citing 
Conference Ruling 474, as our authority. 

Destination carriers, however, refer us to I. C. C. decision, 
McLean Lumber Company vs. L. & N., 22 I. C. C. 349. This deci- 
sion reads in part as follows: 


The fact that a certain rate is in effect via the line of one 


carrier is not of itself proof of unreasonableness of a higher rate 
via a competing line. 


When a shipper’s bill of lading contains instructions both as 
to route and rate, and the rate is not applicable over any route 
of the receiving carrier, but is applicable over the route of a rival 
line to which shipper might have delivered shipment had he so 
elected, the receiving carrier may forward the shipment over its 


own line at the rate lawfully applicable, it not being obligated 
to turn the traffic over to its competitor. 


This, as we see it, does not absolve carrier’s agent at point 
of origin, because if Conference Ruling 474 is still in effect, and 
we believe it is, then carrier’s agent at point of origin is liable. 

Answer: Where a shipper tenders a shipment to a carrier 
with a bill of lading showing a certain rate, which rate is not 
applicable in connection with another line as initial carrier, the 
applicable via any route in connection with that carrier but is 
line to which the shipment is tendered is not obligated to deliver 
it to a competing line for the purpose of giving the shipper the 
benefit of the rate shown in the bill of lading. Conference 
Ruling 474-C has reference to a case where the carrier A dis- 
cretion or control in the matter of routing, that is, to a situation 
where it is possible for it to forward the shipment via a route 
over which the rate stated in the bill of lading is lawfully applic- 
able though not applicable via the route indicated by the shipper. 
The Conference Ruling does not contemplate that the initial car- 
rier to whom the shipment has been delivered, shall ascertain 
whether a competing line can transport the shipment at a lower 
rate, and, in that event, turn it over to such line. This is the 
holding of the Commission in McLean Lumber Co. vs. L. & N. R. 


Co., 22 I. C. C. 349, the principle of which is applicable, in our 
opinion, in the instant case. 


Proof of Loss or Damage 


New York.—Question: Kindly advise the extent of the car- 
riers’ liability where no inspection has been made by their 
representative of damaged freight at the time received or later. 

Answer: While very desirable, in that it furnishes evidence 
of the condition of the shipment at the time delivered by the 
carrier, an inspection of goods by the carrier’s freight agent at 
the time of unloading or later is not essential to a recovery 
of damages. 

The inspection of goods by carrier’s agent merely goes to 
the question of proof and not to the legal liability of the carrier. 
In other words, the fact that the goods were damaged while 
they .were in the possession of the carrier may be proved by 
other evidence than that which is furnished by an inspection 
thereof by the carrier’s agent, namely, by affidavits or the tes- 
timony of competent witnesses, if affidavits are objected to. 

Complaint for Recovery of Overcharge 

Ohio.—Question: Your issue, February 6th, 1926, under 
“West Virginia” question, contends that the three-year limita- 
tion period runs from the date of delivery of shipment and not 
the date of the presentation of the expense bill to the consignee. 
Can you supply any citation covering? 


Answer: Subdivision C of paragraph 3 of Section 16 of the 
act provides: 


For- recovery of overcharges action at law shall be begun or 
complaint filed with the commission against carriers subject to 
this Act within three years from the time the cause of action 
accrues, and not after, subject to subdivision (d), except that if 
claim for the overcharge has been presented in writing to the 
carrier within the three-year period of limitation said period shall 
be extended to include six months from the time notice in writing 
is given by the carrier to the claimant of disallowance of the 
claim, or any part or parts thereof, specified in the notice. 
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Subdivision E provides that cause of action in respect of 
a shipment of property shall, for the purposes of this section, 
be deemed to accrue upon delivery or tender of delivery thereof 
by the carrier and not after. See Milne Lumber Co. vs. Wabash 
Ry. Co., 104 I. C. C. 669, and Standard Oil Co. of N. Y. vs. St. L.- 
StF. Ry. Ca., 122.3 'C.°Co- 27: 


Transfer of Shipment by Carrier—Liability for Expense Thereof 

Missouri—Question: Please state what liability, if any, is 
the carrier subject to under the following state of facts: 

We had a car of lumber shipped from Helena, Ark., to our 
yards in this city; car being specially loaded in that various 
grades of thicknesses of such lumber as therein contained, sep- 
arated in car. Contents were transferred en route due to 
original equipment becoming bad order in transit, the result 
of such transfer terminating in the complete disarrangement of 
the contents as was originally loaded, which, upon receipt at 
destination, we were compelled to sort out in order to meet our 
requirements as to disposition of material, thereby necessitating 
an additional labor charge whereas had contents been received 
as loaded this charge would not have occurred. The fact of the 
matter is that we had contents sold and intended upon receipt 
of car to deliver material direct from car to our customers and, 
therefore, had our mill load accordingly, which they did as evi- 
denced by affidavit they furnished, but since car was received 
in condition as aforestated, this could not be accomplished and 
- the result being additional labor charge to sort lumber in order 
to effect various deliveries. 

Claim was filed with carrier but declined, they pleading that 
their contract was with us and did not effect delivery to others, 
and, therefore, third persons had no bearing on the subject. 
Further, that they entered into no special contract to transport 
shipment accordingly; also, that equipment going bad en route 
was beyond their control and in accordance with Commission’s 
ruling they were compelled to transfer and were not obligated 
to reload as originally loaded, as they had no special advance 
notice of manner in which car was loaded and that it would 
only be natural that material in top of transferred car would be 
what was in bottom of original equipment; in other words, the 
rotation of lumber as originally loaded would only be reversed 
(this, though, was not the case as all thickness was mixed— 
so too, various grades—lumber, however, not damaged.) 

Answer: While we locate no case directly in point, it is 
our opinion that if the manner in which the shipment in ques- 
tion was loaded was such as to charge the carrier with notice 
of the fact that the car had been loaded in a particular manner, 
and that the failure to load the car into which the shipment was 
transferred in a similar manner would result in injury to the 
shipper, the carrier is responsible for the additional expense to 


which the shipper is put by reason ofthis failure to so reload 
the shipment. 


There seems to be no doubt but that the carrier is obligated 
to furnish a car in sufficiently good condition to transport a 
shipment from point of origin to destination under its contract 
of shipment entered into with the shipper, and if so, the cost 
of transferring a bad order car must rest upon the carrier. See 
Merchants Exchange of St. Louis vs. Terminal Railroad Asso- 
ciation, 50 I. C. C. 474. 

If the above be true, it seems to likewise follow that it is 
the duty of a carrier to, where it is charged with notice of a ship- 
ment having been loaded in a particular manner for the shipper’s 
purpose, reload the shipment in the same manner when it be- 
comes necessary by reason of the condition of the car in which 
originally loaded to transfer the shipment to another car while 
in the course of transportation from point of origin to destina- 
tion. See, in this connection, L. B. Cohen & Co., Inc., vs. Davis, 
Agent, 142 N. E. 75. 

Reconsignment—Right of Consignor to Divert Shipment on 
Straight Bill of Lading 

Massachusetts.—Question: Car of California oranges en 
route to Boston, Mass., billed flat to consignee in Boston, Mass.; 
consignee holding bill of lading. Has shipper the right, in any 
way, to place orders diverting car to another point and different 
consignee without knowledge or consent of consignee holding 
bill of lading, and under what circumstances could shipper 
effect diversion? 

Can shipper divert if consignee does not possess bill of lad- 
ing? It is our contention that ownership of shipment passes to 
the consignee when shipment is tendered to the carriers and car- 
riers have no right to accept diversion orders from shipper 
unless shipper proves consignee insolvent or shows evidence 
he has permission from consignee to divert, however, in the 
event car is diverted by carriers, as in our first question, to 
whom can consignee look for redress, carriers or shippers? 

Answer: The true owner of the goods transported by a 
common carrier has the right to have his consignment while in 
transit diverted at any intermediate point through which it 
passes, and the fact that at the time he gives directions for a 
change in the route the goods have passed into the possession 
of a connecting carrier does not affect the operation of the rule. 
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However, such right of diversion cannot add to the burden og 
the carrier or require it to do more than comply with a prope 
and legal demand therefor. In the absence of anything to shoy 
the contract, the consignee is presumed to be the owner of the 
goods shipped, and the carrier before complying with a deman 
for a diversion of the shipment by one not the consignee j, 
entitled to be furnished with evidence of the ownership of the 
person making the request and, in case he fails or refuses ty 
furnish it, he cannot complain thereafter of a refusal to divert 
the shipment. If the carrier complies with the owner’s request 
to divert the shipment, it is, of course, not open to him there 
after to object to the failure to deliver according to the origina] 
contract. As the consignee is presumptively the owner of the 
goods in transit, unless the carrier is advised that the shipper 
has retained title the carrier is justified in complying with the 
consignee’s request to deliver the goods at some other destina. 
tion than that designated by the consignor and incurs no liability 
to the latter by so doing. See the following cases: The Martha, 
35 Fed. 313; Michigan Southern, etc., R. Co. vs. Day, 20 Ill. 375, 
71 Am. Dec. 278; Atchison, etc., R. Co. vs. Schriver (Kan.), 84 
Pac. 119; Ryan vs. Great Northern R. Co. (Minn.), 95 N. W. 758; 
Lord, etc., Co. vs. Texas, etc., R. Co. (Mo.); 1384 S. W. 111; Wente 
vs. Chicago, etc., R. Co. (Nebr.), 115 N. W. 859; Ft. Worth, etc,, 
R. Co. vs. Caruthers (Tex.), 157 S. W. 238; Sharp vs. Clark 
(Utah), 45 Pac. 566; London, etc., R. Co. vs. Bartlett (Eng), 
H. & N. 400, 158 Reprint 529; Cork Distilleries Co. vs. Great 
Southern R. Co., L. R. 7, H. L. 269, Ir. Rep. 8 C. L. 334 (Eng). 

See also, with respect to this question, Southern Express 
Co. vs. Fant Fish Co., 78 S. E. 197; F. H. Smith Co. vs. L. & N,, 
137 S. W. 890; Carder vs. A. T. & S. F., 153 S. W. 517; Wichita 
Poultry vs. So. Pac., 198 S. W. 82; S. W. R. Co. vs. Sutherland, 
197 S. W. 863; A. E. Myers & Co. vs. Norfolk Southern, 88 S. E. 
149; B. & O. R. R. Co. vs. Montgomery & Co., 90 S. E. 741; 
Oppenheimer vs. Wells Fargo Co., 106 N. Y. S. 547; Tiller & Co. 
vs. American Ry. Exp. Co., 78 Pa. Sup. Ct. 300; Amber vs. 
Payne, 239 S. W. 588; Morgan vs. C. & N. W., 166 N. W. 777; 
Allen vs. Central R. Co., 9 Atl. 895; Jones vs. Earl, 99 Am. Dec. 
338; Phillips-Paterson Co. vs. N. W. R. R. Co. of South Carolina, 
93 S. E. 868; Faust vs. Southern Railway Co., 54 S. E. 363; 
G. C. & S. F. R. Co. vs. Rotter Brothers, 104 S. W. 402. 

The three cases last referred to above support the rule 
that the carrier must, upon instructions from the vendor with- 
hold delivery of the goods from the vendee irrespective of the 
right which may exist on the part of the vendor under the doc- 
trine of stoppage in transit, to prevent the delivery of the 
goods to the consignee or vendee, even though such goods are 
moving on a Straight bill of lading. 


The right of stoppage in transit arises only in case of the 
insolvency of the consignee, but as to whether a carrier must 
stop a shipment in transit upon the consignor’s instructions, 
regardless of whether facts warranting the consignor’s stopping 
the shipment in transit under the right of stoppage in transitu 
exists, is a question upon which there is a conflict of decisions, 
although the weight of authority seems to be that the carrier is 
not warranted in complying with the consignor’s instructtions 
except upon proof of the consignor’s right to divert the ship- 
ment based upon his ownership thereof. 

See Texas Midland vs. Cummer Mfg. Co., 207 S. W. 617, in 
which it was held that instructions for change in destination of 
freight must emanate from the party who is the real owner or 
one who has authority to divert, otherwise the carrier alters 
the destination at its peril. See also Flick & Hillman vs. 
Wabash Ry. Co., 193 N. Y. S. 131, in which it was held that the 
carrier was liable to the consignee for diverting a shipment on 
a straight bill of lading at the request of the consignor when 
the bill of lading was held by the consignee. 

See, also, Collins vs. S. A. L., 120 S. E. 824, and Patterson 
vs. American Ry. Express Co., 123 S. E. 844, in which cases it 
was held that the carrier justified in complying with the con- 
signor’s instructions to divert or reconsign where the circum- 
stances show that title was vested in the consignor. 

While ordinarily the possession of the bill of lading by the 
consignee would be a circumstance showing that title to the 
goods had not vested in the consignee, even though a straight 
bill of lading be used, this fact might not, in all instances, con- 
stitute conclusive evidence that title had not passed to the 
consignee. 

In the event of the carrier diverting or reconsigning a ship- 
ment upon instructions from the consignor, the title to which 
was vested in the consignee at the time of the diversion or re- 
consignment, it is our opinion that either the carrier or the 
shipper could be held liable, the carrier for conversion of the 
shipment and the shipper for breach of its contract of sale. 








RAILROAD FUEL COSTS 


Total cost of coal and fuel oil consumed by Class I roads 
in freight and passenger train road service, switching and 
terminal companies not included, for April, was $26,088,185, as 
compared with $25,709,083 for April, 1925, and $110,536,495 for 
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The Path of Prosperity 
Follows the Dairy Cow 


IIXED FARMING, the steadiest branch of the agricultural industry, is the 
| backbone of the rural Northwest. This program insures the farming popula- 
4) tion a regular income twelve months out of the year. It makes this territory 
o8| a rich market for all kinds of manufactured goods. , 


—— The lake and rail route of the Minnesota-Atlantic Transit Co. puts this 
market within arm’s length of eastern manufacturers. It puts Atlantic seaboard 
markets within reach of the rural Northwest. It spans the gap between producer 
and consumer. 


This route combines all of the essentials of a good transportation service. It offers a 
chance to save money on freight costs. These savings are direct and immediate. A 
regular service is maintained with boats sailing from the eastern and western terminals 
of the line every other day. The running time is short, insuring quick delivery to 
destination. 


All shipments routed our way are in the hands of and under the eyes of experienced 
freight handlers while they are in our care. The loss and damage hazard is reduced 
to a minimum. All boats are refrigerated to care for the movement of dairy prod- 
ucts. No charge is made for refrigeration. 


This is the service at your command when you want to place your products in the 
rural Northwest. A letter, call or wire will bring complete information. 











Minnesota-Atlantic Transit Co. 
Minneapolis St. Paul Duluth New York Port Huron, Mich. 


Operating the steamers 
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the four months ended with April, as compared with $112,693,960 
for the same period of 1925, according to the monthly statement 
of the Bureau of Statistics of the Commission compiled from 
carriers’ reports. 

In April, Class I roads consumed 8,062,963 net tons of coal, 
at an average cost of $2.65 per ton, and at a total cost of 
$21,334,007, as compared with 7,348,915 tons consumed in April, 
1925, at an average cost per ton of $2.79, and at a total cost of 
$20,494,255. 

In April, Class I roads consumed $163,024,270 gallons of 
fuel oil at an average cost per gallon of 2.92 cents and at a total 
cost of $4,754,178, as compared with 157,819,838 gallons at an 
average cost per gallon of 3.30 cents, and at a total cost of 
$5,214,828, in April, 1925. 

In the four months ended with April, Class I roads consumed 
34,591,138 net tons of coal at an average cost per ton of $2.64, 
and at a total cost of $91,174,678, as compared with 32,687,912 
tons at an average cost of $2.81 a ton, and a total cost of 
$91,879,269 for the same period of 1925. 

In the four months ended with April, Class I roads con- 
sumed 667,442,661 gallons of fuel oil at an average cost per 
gallon of 2.90 cents and at a total cost of $19,361,817, as compared 
with 667,911,917 gallons at an average cost per gallon of 3.12 


cents and at a total cost of $20,814,691 for the same period 
of 1925. 


CONSTRUCTION GF LINES 


The Commission has extended the time limit for completion 
of the Natron cut-off in Oregon by the Central Pacific. By its 
order of August 15, 1923, the Commission required the cut-off 
to be completed by July 1, 1926. The Central Pacific advised 
the Commission it could not complete the cut-off by that date 
and the time has been extended to November 1, 1926. 

The Commission has extended to June 30, 1927, the time 


within which construction of the Los Angeles Junction Railway 
shall be completed. 


TRAIN CONTROL NEEDED 


W. P. Borland, director of the Bureau of Safety of the Com- 
mission, in a report on the Pennsylvania wreck, June 16, near 
Gray, Pa., in which 11 passengers and 4 employes were killed, 
and 82 passengers and 4 employes were injured, said the acci- 
dent ‘again forcefully calls attention to the need of an auto- 
matic train control appliance which will cause a train to be 
brought to a stop in case an engineman for any reason fails 
to obey the stop indication of an automatic block signal.” He 
said that, had an adequate automatic train stop or train control 
system been in use on the line, the accident would have 
been prevented. He found that the accident was caused by the 
failure of Engineman Gordon to control his train as required 
by caution and stop indications of automatic block signals and 
a stop signal placed by the flagman of the train with which the 
other train collided. He said the engineman’s failure was be- 
lieved to be due to sudden death or physical incapacitation. 


NEW ROLLING STOCK 


Class I railroads in the first five months this year installed 
in service 933 locomotives, according to reports filed by the 
carriers with the car service division of the American Railway 
Association. This was an increase of 185 over the number in- 
stalled in the corresponding period last year and an increase of 
22 over the corresponding period in 1924. It was, however, a 
decrease of 764 compared with the corresponding period in 1923. 
Locomotives on order on June 1 this year totaled 612 compared 
with 329 on the same date last year and 447 on the same date 
in 1924. On June 1, 1923, however, 2,041 locomotives were on 
order. 

In the first five months in 1926, the railroads also placed in 
service 42,300 freight cars, of which number 10,320 were in- 
stalled in May. Of the total number installed in the five months’ 
period, 20,673 were box cars; 16,628 were coal cars and 2,666 
were refrigerator cars. The tota Inumber installed from Janu- 
ary 1 to May 31 this year, was a decrease, however, of 28,649 
compared with the number placed in service in the correspond- 
ing period laost year and a decrease of 16,255 under the number 
placed in service in the corresponding periood in 1924. 

The railroads on June 1 this year had 44,628 freight cars on 
order, an increase of 8,113 over the number on order on the 
same date last year, but a decrease of 16,628 under the number 
on order on June 1, 1924. 


These figures as to freight cars and locomotives include new 
and leased equipment. 





RATES ON CANNED GOODS 
Rates on canned goods moving from Chicago to Mississippi 
Valley points are attacked in Docket 17776, the National Can- 
ners’ Association against the B. & O. et al., and consolidated 
cases, heard before Examiner Jewell at Chicago this week. 
E. De Pass, for the evaporated milk interests, entered testi- 
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mony to show that the rates from Chicago to the Mississippj 
Valley were too high. He made comparisons of the rates fron 
Buffalo and Chicago to points in the Mississippi Valley, ente;. 
ing exhibits tending to show that the level of rates from (Chi. 
cago was higher. 

W. W. Manker, for Armour and Company, interveners, put 
in the record a history of the rates prior to the decision jy 
I. and S. 1303, showing the rates to, from and between points 
south of the Ohio River. 

W. L. Reeves, for the Illinois Central, put in testimony ty 
show what the carriers had to do following the decision in | 
and S. 1303, in the way of removing fourth section violations, 
due to the fact that New Orleans had a lower rate than q 
number of intermediate points. It was his testimony that the 
present level of rates was the result of I. and S. 1303, because 
the carriers had found it necessary to put the rates on their 
present level in removing the fourth section violations. 











RATES ON MILK AND CREAM 


Hearing was held this week in I. and S. 2682, cream and 
related articles moving between points on the C. & E. I., before 
Examiner Jewell, at Chicago. The complainant’s contention 
was that the rates, through publication of the proposed tariff, 
would be increased about 12 per cent. 

E. L. Duncan, for the C. & E. I, offered testimony tending 
to show that the road had endeavored to raise the rates on 
cream and milk up to the level of the rates of other carriers in 
the surrounding territory, and that the rates proposed were in 
conformity with decisions of the Commission with relation to 
rates on cream and milk. The respondent offered rate com- 
parisons between points in the territory, tending to show that 
the rates proposed were not unreasonably high. 

F. Scott, traffic manager of the Beatrice Creamery Com- 
pany, said the protestant was opposed to the increase and it 
took the position that the preponderance of the movement over 
the road of cream and milk was in Illinois and on rates, the 
general level of which was on the Beatrice scale, which was a 
reasonable level. He contended that conditions were compar. 
able in Illinois territory to conditions west of the Mississippi 
River, and that the level of rates there would be lower than 
proposed by the carrier in the tariff under suspension. He 
said it was the C. F. A. scale that the carrier was proposing 
and that it was altogether too high. 





—— 


Digest of New Complaints 


17992. Sub. No. 1. Salina Chamber of Commerce et al., Salina, 
Kans., vs. Abilene & Southern et al. 

Unreasonable and prejudicial rates on wheat and coarse grain 
and/or the products thereof from points in Kansas to points in 
Texas, and from points in Oklahoma to points in Texas. Asks 
rates and charges for the future. 

18101. Sub. No. 1. Transcontinental Oil Co., Tulsa, Okla., vs. 
Santa Fe et al. 

Unreasonable rates on petroleum and its products from points in 
Oklahoma and Texas to Scotland, Tyndall and Wakonda, S. D. 
Asks rates for the future and reparation. 

. 18154, Sub. No. 1. Standard Oil Company of Louisiana, Baton 

Rouge, La., vs. Texas & Pacific et al. 

Charges in violation of the first four sections of the act, on 
Pipe from Pittsburgh, Pa., and Lorain, Ohio, to complainant's 
shipping points in Louisiana and Arkansas. Asks rates for the 
future and reparation. 

. 18176. Sub. No. 1. Hart & Tuckwell et al., 

Pennsylvania et al. 

Unreasonable rates on strawberries from points in Maryland 
and Virginia to Montreal and Toronto, Canada. Asks reparation. 
. 18237, Sub. No. 1. Darling & Co., Chicago, Ill., vs. B. & O. et al. 

Rates in violation of section 2, 3 and 4 of the act, on inedible 
tallow from Chicago, Ill., to Philadelphia, Pa.; also on cotton seed, 
fatty acids, refined foots from Chicago to Jersey City, N. J. 
Asks rates for the future, and reparation. 

18237, Sub. No. 2. Same vs. Chicago & Erie et al. 

Same complaint and prayer with respect to inedible tallow 
from Chicago to East Hartford, Conn., and on corn oil foots 
soap stock from Chicago to Little Falls, ih.. 2 
. 18389. Milne Lumber Co., St. Louis, Mo., vs. Detroit, Toledo & 
Ironton. 

Demurrage charges, in violation of section 6 of the act, on 
shipments of lumber at Detroit, Mich. Asks reparation. 

No. ~— Sub. No. 1. Milne Lumber Co., St. Louis, Mo., vs. D. 'T. 

& I 


Illegal demurrage charges on car of yellow pine lumber at De- 
troit. Asks reparation. 

18390. Arkansas Cotton Growers a a Association, Little 
Rock, Ark., vs. Aberdeen & Rockfish et al. 

Excessive, unjust and unreasonable rates and charges on cot- 
ton from points in Arkansas to various interstate destinations 
and also on cotton for export to foreign destinations. Asks cease 
and desist order, and a reduction of at least 20 per cent in the 
rates and charges complained of. 

- 18391. ow Paving Co., Dallas, Tex., vs. Pittsburgh & Lake 

Erie et al. 

Rates in violation of sections 1 and 4 of the act, on one carload 
of steel concrete bars reinforcement from Monessen, Pa., to Dallas, 
Tex. Asks reparation. 

. 18392. National Lead Battery Co., Dallas, Tex., vs. Chicago, Mil- 
waukee & St. Paul et al. 

Unreasonable and discriminatory rates on storage batteries from 
St. Paul, Minn., to Dallas, Tex. Asks rates for the future, and 
reparation. 
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ig 2 Although railway transportation is commonly the owners, but increasingly responsible to the 
4 ‘that thought of in terms of machinery, the human organ- patrons and the employes—is the railway manage- 
ization behind it is far more important than the ment. With the government as final authority, it is 
“at mechanical instruments required in the production the duty of the management to provide efficient 
t over of service. The three human factors fundamental service under proper working conditions, pay all 
te. to railway service are patron, owner and employe. operating expenses, taxes, rentals and interest on 
m par- The first-named demands service, and the second bonded indebtedness and still have something left 
ese and third produce it. Each puts something essen- for dividends and for investment in the property in 
He tial into railroading, and each gets—or should get order to expand for future needs. 
osing —something of equal value out of it. 
Such conflict as has arisen among the three 
The patron puts in his money by the payment of human factors interested in railway service has con- 
| rates, and he deserves to receive in return the satis- cerned itself mainly with the monetary items of 
| factory transportation he must have in order to rates, wages and dividends. There has been much 
satel carry on existence under our modern civilization. less discussion of the things the money has paid for 
3 The owner supplies the investment required to build —the amount and quality of transportation, the 
nts in and equip the railroad, and he deserves to receive adequacy and efficiency of equipment and the skill 
1 in return dividends comparable to those which in- and willingness of labor—which is a good sign that 
aT vestments in other fields would yield him. The the foundation of railway service is secure. In 
SD. employe puts in the labor necessary to make the connection with the monetary items, it should be 
Baton machinery provided by the owner produce trans- well to remember that the test at any time of what 
ot, on portation, and he deserves to receive in return fair is high or low or what is reasonable or unreasonable 
as wages and reasonable conditions under which to in rates, wages and dividends is not necessarily a 
—— work. comparison among these items themselves or a com- 
vinad parison of each with what has been paid before; 
ee The close interdependence of these factors is the real test is the relationship these items bear to 
aaa evident from thé fact that the rates paid by the the current costs of other services and of com- 
- Jo patron reward both the owner and the employe, the - modities, to dividends in other lines of investment 
| plant provided by the owner gives both service to and to wages in other lines of work. A money pay- 
— the patron and the opportunity for employment to ment is high or low only by such a test of contem- 
vale the employe, and the labor of the employe gives a porary comparison. 
> o going value to the plant of the owner and likewise 
ks renders service to the patron. All three factors are Constructive criticism and suggestions are invited. 
De- indispensable not only to the continuation of the 
ttle service but likewise to the success of one another. C. H. MARKHAM, 
got: President, Illinois Central System. 
— The link joining these three interests and actually 
msi operating the railroad—originally representative of CHICAGO, July 1, 1926. 
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No. 18393. 
et al. 
Unjust and unreasonable charges on petroleum and petroleum 
products from Ponca City, Cushing, and Okmulgee, Okla., to 


Cities Service Oil Co. et al., Tulsa, Okla., vs. Santa Fe 


various destinations in Texas. Asks rates for the future, and 
reparation. 
No. 18394. Louisville (Ky.) Board of Trade vs. B. & O. Chicago 


Terminal et al 

Rates in violation of section 1 and 3 of the act, on iron and 
steel articles from Chicago and other points in northern Illinois 
and Indiana, and Milwaukee to Louisville, Ky. Asks rates for 
the future and reparation. 

18395. The Purington Paving Brick Co. 
vs. Ahnapee & Western et al. 

Rates in violation of sections 1 and 3 of the act, on vitrified 
paving brick from Galesburg and Streater, Ill., to points in west- 
ern trunk line territory. Asks rates for the future. 

18396. Armstrong Cork Co., Pittsburgh, Pa., vs. Pennsylvania. 

Unreasonable charges on imported cork splits and insoles 
forwarded from Atlantic seaboard in carload quantities to Pitts- 
burgh, Pa. Asks reparation. 

No. 18397. Spokane Merchants’ Assoc., Spokane, Wash., 
Milwaukee & St. Paul et al. 

Rates and charges in violation of sections 1 and 3 of the act, 

on canned goods, sugar, dried fruits and bags and bagging, in 


No. et al., 


Galesburg, IIl., 


No. 


vs. Chicago, 
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less than carloads, from Spokane te points in Montana. 
rates for the future. 

No. 18398. Elliott Jones & Co., Inc., San Antonio, Tex., vs. Atley 
& West Point et al. 

Rates in violation of the first three sections of the act, on, 
troleum products from San Antonio, Tex., to points in Connegt 
‘cut, Illinois, Indiana, Kentucky, Massachusetts, Michig; 
Mississippi, New York, Ohio, Pennsylvania, Tennessee and (th 
states. Asks reparation. 

No. 18399. Badger Lumber & Coal Co. 
Fe et al. 

Alleges violation of Sections 1 and 3 of the act, in connectj 
with alleged error of carrier in delivering carload of shingle 
from Blaine, Wash., to Abilene, Tex., instead of Abilene, 
Asks reparation. 

18400. The McLeod Lumber Co., Miss., vs. Mil 
town Air Line Railway et al. 

Unreasonable rates and charges on lumber from Milltown, (i 
to Pittston, Pa. Asks reparation. 

18401. Gulf Trading Co., Inc., et al., Mobile, Ala., vs. 
& North Western et al. 

Unreasonable rates on logs from points on defendants’ 
in Alabama, Florida and Mississippi, to Mobile, Ala., 
port and coastwise movement. 
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Note. 


having been added since the last issue of The Traffic World. Canceli- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 
July 6—Kansas City, Mo.—Examiner Kerwin: 

17842—Kansas City, Kaw Valley & Western Ry. Co., Harry C. Jobes, 


items in the Docket marked with an asterisk (*) are new, 


Receiver, vs. K. C. S. Ry. et al. 
July 7—Shreveport, La.—Examiner Carney: 


* |. & S. No. 2691—Fertilizer from Texas ports to Shreveport, La. 
guy 16—Detroit, Mich.—Examiner Fuller: 


. & S. No. 2690—Sand from Bay City, Wis., to Fordson, Minn. 
ah 7—Kansas City, Mo.—Examiner Koebel: 
* 1. & S. No. 2689—Transit privileges on grain and grain products at 
t 4-5. City, Mo.-Kan. 
July 7—Roanoke, Va.—Examiner McChord: 


1. & S. No. 2586—Tin cans from Virginia to L. & N. R. R. sta- 
tions in Alabama & Florida. 


* 1. & S. No. 2586 (1st supplemental order)—Tin cans from Virginia 
to L. & N. R. R. stations in Ala. and Fla. 
July 7—New York, N. Y.—Examiner Cheseldine: 
17460—Luten Bridge Co,, inc., va. A. C. L. R. R 
18100 (and Sub. Nos. 1 
R. R. et al. 
July 7—Washington, D. C.—Examiner Fowler: 
Valuation No. 678—In re tentative valuation of the property of the 
St. Clair Terminal R. R. Co. 
July 7—Washington, D. C.—Examiner Smith: 
17991—City of Providence vs. N. Y. N. H. & H. R. 
18017—A. C. Dutton Lumber Corp. vs. N. Y. N. H. e 'H. R. R. et al 
er | 8—Roanoke, Va.—Examiner McChord: 
18009—Virginia Pig Iron Association vs. C. & O. Ry. et al. 
18355—Virginia Pig Iron Association vs. C. & O. Ry. et al. 


July 8&—New York, N. Y.—Examiner Cheseldine: 
1 lobe Malleable Iron & Steel Co. vs. B. & O. R. R. et al. 


July 8—Providence, R. I.—Examiner Armes: 


bee capers Nut and Bolt Company vs. N. Y. N. H. & H. R. R. 
et a 


er Sub. No. 1)—Pawtucket Manufacturing Co. vs. N. Y. 
. H. & H. R. R. et al. 
July apr sc at Washington, D. C.: 
Finance No. 4943—Proposed acquisition of control of Virginian Ry. 
by Norfolk & Western Ry. 
Jul Ny. 8—Washington, D. C.—Examiner Roberts: 
aluation No. 180—In re tentative valuation of the property of Nor- 
folk & Portsmouth Belt Line R. R. 
July 8—Omeha, Neb.—Examiner Copenhafer: 
13236—Wairath & Sherwood Lumber Co. vs. 
agent. 
July 9—New York—Examiner Cheseldine: 
17924 (and Sub. No. 1)—Swift & Co. et al. vs. A. T. & S. F. Ry. et al. 
* 17669—Strauss & Adler, Inc., vs. Erie R. R. et al. 
guy 9—Fort Worth, Tex.—Examiner Hall: 
& S. No. 2592 (and 1st supplemental order)—Cotton linters and 


" cottonseed hull fibre or shavings from the southwest to inter- 
state destinations. 


- & S. No. 2617—Cotton linters and cottonseed hull fibre or shavings 
from the southwest to interstae destinations. 
vue 9—Omaha, Nebr.—Examiner Copenhafer: 
18349—Western Newspaper Union et al. vs. Andrew W. Mellon, 
Director-General of Railroads, as Agent. 
* 12101—Western Newspaper Union vs. Director General, 
A. & St. L. R. R. et al. 
July 9—Shreveport, La.—Examiner Carney: 
18346—Standard Pipe Line Co. vs. T. & P. Ry. et al. 
ot 9—Argument at Washington, D. C.: 
— Aa No. 1)—J. Hungerford Smith Grape Juice Co. vs. A. G. 
R., Director General, as agent, et al. 
16800 Saute Dakota Independent Oil Jobbers Assn. vs. 
S. F. Ry. et al. 
July 9—Kansas City, Mo.—Examiner Kerwin: 
1. & S. No. 2654 and ist supplement—Eggs and dressed poultry from 
Arkansas and Oklahoma to New Orleans, La 
July 10—Argument at Washington, D. C.: 
13852—Swift & Co. vs. Ga. Nor. Ry. et al. 
July 10—Omaha, Neb.—Examiner Copenhafer: 
1 6—J. F. Bloom & Co. vs. Director General 
’ & Wells River R. R. et al. 


. et al. 
and 2)—E. W. Jackson vs. Mich. Cent. 


Director General, as 


as agent, 


A. T. & 


» as agent, Montpelier 
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July 10—Kansas City, Mo.—Examiner Copenhafer: ti 
* 1. & S. No. 2696—Minimum carload weights on common brick de. Pot 
pendent upon marked capacity of car between points in W. T.L ( 
territory. Ly 
July 12—Pittsburgh, Pa.—Examiner Fleming: y 
18234—Armstrong Cork Co. vs. A. & W. Ry. et al. £ 
18233—Armstrong Cork Co. vs. A. C. & Y. Ry. et al. a 
July, 12—Oil City, Pa.—Bxaminer Fleming: 
18213—National Petroleum Assn. vs. A. & R. R. R. et al. D: 
July 12—Kansas City, Mo.—Examiner Copenhafer: : 
1. & S. No. 2653—Import iron and steel from Gulf ports to interstate 
destinations. F 
July 12—St. Paul, Minn.—Examiner Harraman: | 
18139—The Carney Co. vs. A. A. R. R. et al. Oo 
July 12—New York, N. Y—Examiner Cheseldine: : 
18292—-Bogota Paper and Board Co., Inc., vs. Erie R. R. et al. K 
18348—Star Co. vs. N. Y. C. R. R. et al. 
July 12—Chicago, Ill—Examiner Fuller: 
16747—Sub. No. 2—Atwood Davis Sand Co. et al. vs. C. & N. W. 
R. R. et al. 
July 12—Nashville, Tenn.—Examiner McChord: PRO 
18206—Cherokee Mills et al. vs. M. L. & T. R. R. and §S. S. Co. et al, 
July a ag ee La.—Examiner Carney 
1. & S. No. 2664—Iron and steel from Rakdhes and Vicksburg, Miss, MIS: 
to Shreveport, La. 
Jul ly 12—Washington, D. C.—Examiner Kelley: 
inance No, 3908—Excess Income of St. Louis & O'Fallon Ry. Co. SHI 
Finance No. 4026—Excess Income of Manufacturers’ Ry. Co. (fur- 
ther hearing). Lo: 
~_ 12—Boston, Mass.—Examiner a 
110—Plymouth Quarries vs. N. Y. N. H. & H. R. R. et al. 
July 12—Washington, D. Siemans Way RA 
Valuation No. 713—In re tentative ‘Gabnation of the property of 
Montana, Wyoming & Southern R. R. Co. IN 
July a Worth, Texas—Examiner Hall: 
I, K S. No. 2678—Routing of grain from Colo., Kans., and Neb., to 
exas. 
* 1. & S. No. 2686—Petroleum and lumber from Mississippi Valley to oO 
Canada. 
July 13—Chicago, Ill.—Examiner Fuller: P 
1. & S. No. 2649 (ist, 2nd, 3rd and 4th supplemental orders)—Crushed 
stone, sand and gravel within the Chicago Switching District. 
July 13—Boston, Mass.—Examiner Armes: C 
17984 (and Sub. Nos. 1 and 2)—Chadwick Coal Yard Co. et al. vs. 
N. Y¥. N.. Ho. & H. R. R. et al. ¢ 
18195 (and Sub. No. 1)—Waltham Coal Co. et al. vs. D. & H.. 
Co. et al. 
July 13—El Paso, Tex.—Examiner Koebel: 
17737—Smith-Wilson and Co. et al. vs. Santa Fe Ry. et al. (Further 


hearing). 


July 13—New York, N, Y.—Examiner. Cheseldine: 
18307—-Marvil Package Co. vs. Nfk. Sou. R. R. et al. 
18280—Federated Metals Corp. vs. Penna. R. R. et al. 
July 14—St. Louis, Mo.—Examiner Kerwin: 
1. & S. No. 2675 and ist supplemntal order—Grain and grain products 
Missouri River points to Arkansas. 
July 14—Ft. Worth, Tex.—Examiner Hall: 
1; & S. No. 2665—Petroleum oil and its products from Texas to 
Mississippi River Crossings. 
July 14—Argument at Washington, D. C.: 
1. & S. No. 2634—Refrigeration charges on vegetables from Louisi- 
ana and Mississippi. 
Finance No. 5454—Application of Francis R. Hart F al., as the 
reorganization committee on behalf of the A. B. & Coast R. R. 


for authority to acquire and operate the Atlanta, Birmingham & 
Atlantic Ry. and to issue securities. 


Finance No. 5470—Application of Atlantic Coast Line R. R. for 
authority to acquire control of the Atlanta, Birmingham & Coast 
R. R. by purchase of capital stock and to assume certain obli- 
gations. 
July 14—Kansas City, Mo.—Examiner Copenhafer: 
oe Iowa White Motor Co. et al. vs. C. C. C. & St. L Ry. 
et al. 
July 14—Boston, Mass.—Examiner Armes: 


18045 (and Sub. No. 1)—The Woodstock Lumber Co. et al. vs. 
=o & a. &. KR. ot af: 








TIT, No, 


ina, 


8. Atlen 


ct, on 

Connegy 
ichig, 

and (thy 


Va Sang 


ONNECtig 
- Shingigl 


ane, 
vs. Mij. 
OWN, Ga! 


Alabany 


" 


Tick de. 
Y. Ea 


terstate 


al, 


». et al, 


, Miss,, 


. (fur- 


rty of 


eb., to 


ley to 


‘ushed 
t. 


ul. vs, 
© H., 


irther 


ducts 
is to 


uisi- 
the 
. & 
m & 
for 


oast 
>bli- 


Ry. 


vs. 


gut 


STORE Door DELIVERY 
“It isan axiom that every cheapening 
of transportation increases 
the volume of trade’”’ 
TABLE OF CONTENTS J 
UDSON FREIGHT 
eee RE 3 ae pn, J) ae ne ee ee 65 FORWARDING CO. 





THE TRAFFIC WORLD 





july 10, 1926 














HU UUUULINDUONORLLQONENNOULONEEELOGONOEOUUOOQQUNUL4GQRERUOUOGOGUUOULGENEOUULGOQGEUULANNMEEUALUOGUEUUOEOEREO OOOO OUEST 
PULL 


























oe ~~ familiar to men’s 
s OY 


e e me F 
DECISIONS OF THE COMMISSION min being often seen 


Augusta, Ga., et al. vs. A. C. L. et al.; case 16471; class rates 












Caras Fe 5. hoe Dies 5 2 SEER s 0856.9 0 59:06:55 eo sian 71 
Chairs, theater, from various points to southwestern destina- 

tions; ¥. and S&S. 2029 GRMMCOSTADNCS) . 2. oo ccc ccccccccccesccce 71 
Potatoes from W. T. L. territory to Missouri; I. and S. 2626 


ee Sa Ae ee ee mere ere ee 71 
Lynchburg, Va., Chamber of Commerce Traffic Bureau vs. N. 

Y., N. H. & H. et al.; case 17547; cotton piece goods (mimeo- 

SUD 9s wtarice tds ceenlgyne sae We « Vahh PATas bso. 00s ggeiol’ teen bore 72 



























Automatic train control; case 134138, Sub. No. 15 (mimeo- a 
ee ee a rr ee eee ee ee Pe Peet Pee ee 72 Est ablished Incorporated 
Dangerous articles, regulations for the transportation of; case 
3666; matches in fiber containers (mimeographed).......... 72 1880 1905 
Fletcher-Wilson Coffee Co. vs. L. & N.; case 17116; green 
ge ee ee errs rer rere ee 73 
Olivitt Bros., Inc., vs. N. & P. B. L. et al.; case 16907; toma- 
CGR COI 0s oo oie or baie cot Ore e60 6:56) ce ccnecenenaces 73 
Keokuk Shippers’ Ass’n et al. vs. Belt Ry. of Chicago et al.; 
case 16769; newsprint (mimeographed)..............eeeecees 73 
Hogan Bros. vs. C., B. & Q. et al.; case 16656; wheat bran and 
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AT POINT OF ORIGIN 
AND DELIVERED AT 
STORE DOOR AT 
REASONABLE RATES 
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Judson Freight Forwarding 
Company 


140 South Dearborn St., Chicago 
Telephone Randolph 1692 


THE TRAFFIC SERVIGE CORPORATION 





WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET STREET 
Phone, Main 3840 Telephone, State 8635 









OFFICES 
Chicago Detroit Pittsburgh 
New York Cleveland Milwaukee 
Boston St. Louis San Francisco 






Philadelphia Kansas City Los Angeles 
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Y American Chain of Warehouses, Inc. * 


AKRON, Sy age ae gel Warehouse & 
Storage Co., 36 Ch St. 


‘caine Terminal & Security 
Gevtou Co., | Dean St. 


ATLANTA. GA.—Merchants & Manufacturers 
Warehouse Co., 169 Haynes St. 


ae ae Hollingsworth Warehouses, 


ALBANY, 


a, ME.—MeLaughlin Warehouse Co., 45 
Front St. 


BIRMINGHAM, ALA.—Warrant Warehouse Co., 
8500 Avenue “A.” 

BUFFALO, N. Y.—Buffalo Storage & Carting 
Co., 350 Seneca St. 


GUAR STOR, S C.—Charieston Warehouse & 
Forwarding Ce., 16 Hasell St. 


ee ye TENN. — Chattanooga Ware- 
& Cold Storage Co., 1208 King St. 


aumnm OH1IO—The Wallace Transfer & 
Forwarding Co., 222 E. Front St. 


CLEVELAND, OH!O—The General Storage Co., 
Orange Avenue Terminal. 


COLUMBIA, $8. _ C.—Columbia 
Storage Co., P. 0. Box 989 
ooneen ves ieee Merchandise Storage 


Brokerage & 


DALLES. J soll Dallas by 4 & Ter- 
minal Warehouse Co. -» Santa Fe Bidg. 

DAVENPORT, s-O%,. & Richter Express 
& Storage » 320 E. 4th St. 

DAYTON, nih aon ees Storage 
Bainbridge st. 

DENVER, COLO.—Weicker Transfer 

-» 1700 15th St. 

DES MOINES, 0 gg e —ag Transfer & 
Storage Co., 8th & Mulberry Sts. 

cere, MICH.—Merehants Warchouse Co., 

20 Federal Ave. 

EL PASO, yenae-=) Paso Fireproof Storage 

Co., 1125 Texas & 

ELMIRA, N. Y.—A, 4 
tlon, 607 Rallroad Ave. 

FARGO, N. ae Transfer 
Northern Pacifie A\ 

FORT DODGE, 1OWA_Bredy Transfer & Stor- 
age Co., 16th & Central Ave. 

FORT WAYNE, IND.—Pettit’s Storage Ware- 
house Co., 414 E. Columbia. 

FORT WORTH, TEX.—Fort Worth Warehouse 
& Storage Co., 201 South Calhoun St. 

FRESNO, CALIF.—State Center Warehouse & 
Cold Storage Co., 747 “‘R”’ St. 

GALVESTON, TEXAS—Wiley & Nicholls 
Inc., 509 35th St. 


GRAND RAPIDS, MICH.—Kent Storage Co., 
59 Front Ave, 


Ce., 101 


& Storage 


Riee Storage Corpora- 
Co., 806 


Co., 


GREEN BAY, WI1S.—Green Bay Transfer & 
Storage Co., 212 South Washington St. 


HARRISBURG, PA.— Montgomery & Co, 25 
South 10th St. 


HARTFORD, CONN. my yt _ Saute & 
Warehouse Co., 249 Asylum S 

noustes. TEX.—The Texas - Co., 

er & Codar Sts. 

wunsuiienen. w. ve aie Sales & Storage 
Co., 1639 Seventh A 

menaneras, d— Tee Warehouse Co., 

620 South Capitol Ave. 

JACKSONVILLE, FLA.—Union Pee Ware- 
house Co., E. Union & lonia $ 

KANSAS CITY. MO.—Adams ew dl & Stor- 
age Co., 228 West 4th St. 


i, 
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KNOXVILLE, TENN.—Knoxville Fireproof Stor- 
age Co., Gi2 E. Depot St. 
LAnSINS. yy he 7 Storage and Trans- 
er Co. . Lareh St. 


LexinaroM, KY.—Union Transfer & Storage 
» Spring & Vine Sts. 


SHIPPERS 


Chain Warehouses 
offer your Sales and 
Traffic Departments 
Modern Facilities for 
your Storage Stocks 
and Experienced 
Organizations for the 
Handling and Dis- 
tribution of your 
Merchandise. 


American Chain of 
Warehouses serve all 
territories. 


Call upon our nearest 
Representative for further 
information regarding 
facilities in any city. 


LITTLE ROCK, ARK.—Terminal Warehouse Co., 
812 E. 2nd St. 


Les, ANGELES, OALtF — Ure Terminal Ware- 
use Co., 731 Terminal St. 


LOUISVILLE, KY. = _Loulsvilte Pubile Warehouse 
o., Brook & Main Sts. 


Lvaanegne. VA. ya Seamene Steraga Co., 
Commerce St. 


mame TENN.—Patterson Transfer Co., 24 
North 2nd St. 
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MILWAUKEE, WIS.—Hansen Storage Co., 120 
Jefferson St. 

MINNEAPOLIS, MINN. — Security Warehouse 
Co., 334 North ist St. 

MOBILE, ALA.—Warrant Warehouse Co., Water 
& Lipscombe Sts. 


a TENN.—E. | Bond Fireproof 
rage Co., 1609 Broad 


new. “ORLEANS, LA—United ‘Warehouse Co., 
Ltd., 815 South Front S 


ne * a CITY—F. C. alot Co., 23 Varick 


onLanemA CITY, eh. K. Transfer & 
Storage Co., 330 W ist St. 


OMAHA, NEBR. ame Omaha Van & Storage, 
806 So St. 


PEORIA, ILL.—Federal 
South Adams St. 


PETERSBURG, VA.—Southern Bonded Ware- 
house Corp., 22 South Market St. 


PHILADELPHIA, PA.— Merohants Warehouse 
Co., 10 Chestnut St. 


PORTLAND, MAINE—Galt Block 
Co., 30 Commercial St. 


rete Se ORE.—Holman Transfer Co., 8-12 
RALEIGH, C.—Carolina a & ODis- 


Warehouse Co., 800 


Warehouse 


tributing ~ 108 W. Lan 
ROCHESTER, N. Y.—Blanchard Storage Co., 
Inc., Broad Street at Oak, Rochester, N. Y: 


ROCK fg SLAND. ILL.—Roek Island Transfer & 
ge Co., 101 i7th St. 


ee. path aT CALIF.—The 
house Co., 60 Callfornia St. 

SAVANNAH, GA.—Savannah Bonded Warehouse 
& Transfer Co., Bay St. Extension & Canal. 

SCRANTON, PA.—The Quackenbush Warehouse 
Co., 21 Bridge St. 

SEATTLE, WASH.—Eyres Storage & Distribu- 
ting Co., 301 Ry. Ave. So. 

SIOUX ony, te Van 
Co., 114 Riverside Ave. 

ST. JOSEPH, MO.—Terminal Warehouses of St. 
Joseph, Ine., Packers Ave. 

ST. LOUIS, MO.—MePheeters 
1104 North Levee. 


Haslett Ware- 


& Storage 


Warehouse Co., 


ST. PAUL, MINN.—Seeurity Warehouse Co. 

ST. PETERSBURG, FLA.—Southern Transfer & 
Storage Co. 

SYRACUSE, N. Y.—Flagg 
Co., 100 Townsend St. 

TERRE HAUTE, IND.—Bauermelster Terminal 
Corp., 102 Wabash Ave. 

bes ty > — -—Hunter Transfer Co., 319 


Storage Warehouse 


TOLEDO, ee Truck & Storage 
Co., 108 Summit $S 


TULSA, OKLA, wt aay Storage & Transfer Co., 
8 No. Cheyenne St. 

VANCOUVER, 8B. C.—Vancouver Warehouses, 
Ltd., 550 Beatty St. 

WASHINGTON, D. 
Storage Co., 920 


WHEELING, W. VA. ey gy Warehouse & 
Storage Co., Main, South & 16th. 


WICHITA, KAN.—Brokers Office & Warehouse 
Co., 143 No. Rock Island Ave. 


WICHITA FALLS, TEX.—Tarry-Martin Transfer, 
Storage & Forwarding Co., 1507 Lamar St. 

WILMINGTON, N. C.—W. B. Thorpe . Co., 
Inc., Water & Ann Sts. 


ren, MASS.—Bowler Storage & Sales 


[eae Transfer & 
E St. 


STORAGE - MERCHANDISE - DISTRIBUTION 


1926 Directory, with Full Information Regarding Facilities 
of Each Member, Available Upon Request 


O. V. HUKILL, Eastern Representative 


260 West Broadway 
Phone Walker 7195 


New York City 


P. F. CASSIDY, Western Representative 


203 S. Dearborn St., Room 905 


Phone Harrison 3300 


Chicago, IIl. 
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Between 
All Points 
in the 


East & South 
Northwest 


Western Canada 
North 
Pacific Coast 


MINING 



































4500 Miles Serving the 
of im Heart of the 
: Great 
| Jarerarese FF, 
‘ ‘ mill ' 
Own Lines em, mie Northwest 
THE FLOUR INDUSTRY'S , = Fae THE STEEL INDUSTRY 


To avoid delay, shipments for Can- 
adian destinations must be accompan- 
ied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent at 
initial point with the shipment and ac- 
A WINNIPEG , company same to Canadian port of 
entry. 





| EDMONTON g 


SAULT SAINTE MARIE 






VANCOUVER 


© 
MENOMINEE 


~_-—- 


ALWAYS DEPENDABLE 
AGENCIES 






MANITOWOC 







SAINT PAUL 









MILWAUKEE 








Boston, Mass., 40 Central St. Kansas Gity, Mo., 788 Railway Ex. Bldg. Portland, Ore., rd and Pine Sts. 
Buffalo, N. Y., 409-410 Iro- Los Angeles, Cal., 530 Van Nuys Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
_ quois Bldg. Memphis, Tenn., Porter Bldg. St. Paul, Mian., 1112 Merchants Nat’! Bank 
Chicago, Ill, 707 Standard Mibwvaukee, Wis., 68 Wisconsin St., Biig- 5 
an rust Big Wee Minneapolis, Minn., Soo Line Bldg., 5th St. and Mar- rane — pa Market St. 
1 wa ° . le 
Cincinnati, O., 700 ‘Traction Bldg. nok ae Seattle, Wash., 5564 Stuart Bldg. 
Detroit, Nijch, 311 Transportation Bldg New York, N. ¥., Woolworth Bldg. ee 
Duluth Monn., 320 West Superior St Oraaha, Neb., 725-26 W. O. W. Bldg. Tacoma, Wash., 1118 Pacific Ave. 
Grand Rapids, Mich., 414 Lindquist Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at 15th. Waukesha, Wis. 
lndlanagelie, Ind., 522 Merch. Bank Bldg. Pittsburgh, Pa., 2041 Oliver Blig. Winnipeg, Man., 603-604 Lombard Bldg. 


Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT - - - CARE SOO LINE 
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The Belt Railway Company of Chicago | 
INDUSTRIAL DEPARTMENT 

a PA Fk 


+ N) tf Es LL SISS . % } [Locations—Large and Small 
| pe ALIS 








[Time Saver 


[Rleliable 

[A]ccommodating Action 

[1 |ndustrial Opportunities 
[LJabor— All Kinds Available 
[Wle Want You With Us 
[Allive to Your Requirements 


[Ylesterday, Today, Tomorrow — 
Always the Best 
[Co-operative Policy 


mn (OJnly Forty-six Years’ Experience 
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The knowledge of Industry’s requirements and =a Art, oy ih TK 


\ } 
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ability to meet them through character service I" WK 
is an important factor in your determination of 
a location. 


With an experience obtained through over forty 
years of constant contact with such problems, 
we have provided the necessary facilities which 
enable us to render such service. 


Character Service, Chicago rates applicable to 
and from all locations, direct connection and 
interchange arrangement with all trunk lines 
makes a location on The Belt Railway Company 
of Chicago comparable with one served by all 
railroads entering Chicago. 


Our aim is to render helpful assistance and toward 
that end we place ourselves unreservedly at your 
disposal, 


J. H. BROWN 
Traffic and Industrial Manager 
Dearborn Station 


Chicago 
Telephone Harrison 3690 
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° §| Manufacturing Sites and Buildings 


CHICAGO DISTRICT 


AT LOW RENTALS 








LOCATED IN 


A Modern Industrial Center Planned Especially 
For Warehouse and Factory 





Private Switchtrack from Belt Railway of Chicago 
Universal Less Than Carload Service In and Outbound 
Chicago Rate Basis 
Open Shop Labor Conditions 
Low Taxes 
Sewers, Water, Gas, Electricity and Paved Streets 


The Clearing Industrial District is now prepared to rent fenced in switchtrack 

property of any size with watchmen service for the storage of contractors equip- 

ment and miscellaneous materials for outside storage with locomotive crane 
\ service available at reasonable rates. 


RESPONSIBLE CONCERNS ARE INVITED TO INVESTIGATE 


_——_* 


WILL BUILD TO SUIT ON LONG TERM LEASE, OR 
PURCHASE CONTRACT 


The Clearing Industrial District 
OF CHICAGO 
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___ Booklet explaining L M S unusual 
fF ree Warehousing Plan mailed free on request l 


Save Money by 
Storing in England 


ea important news to every business executive. 
Today, you can store merchandise throughout 
Great Britain for one-fourth of what you now pay by 
shipping L M S and storing in L M S warehouses. 
Every convenience known to modern distribution is at 
your command—always! There are more than 300 
LM S warehouses distributed through all important 
industrial centers of Great Britain, both on the coast 
and in the interior. They are all connected by direct 
rail routes. Handling charges and costly transit delays 
are’ cut to an irreducible minimum. 


L 


a Bing! 


The average LM S charge for handling, stowing 
and delivering out of store as required is only 2/3 of a 


cent per 100 lbs. inclusive. 


The LM S is the one British Railroad which serves with its 
own lines all major British Ports. L M S delivers right through to 
store door with its own teams and trucks; 1,300 motor trucks and 
10,000 teams continuously employed. L M S storage rates on 
general merchandise vary from one-fourth to one-seventh of the 
current rates for storage in public warehouses in the United States. 


LONDON MIDLAND & SCOTTISH 


RAILWAY of GREAT BRITAIN. 
ONE BROADWAY, NEW YORK CITY 


The LMS New York Office 
offers every co-operation to 
help you solve the problem 
of distribution in Britain. 
Address THOS. A. MOFFET, 
Freight Traffic Manager in 
America, ONE BROAD- 
WAY, NEW YORK. 


A NWA WN I 


¢ 


THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 


\\\ | WUHAN i 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 





New Jersey Stations to Principal Distributing Centers Enumerated Below 





Loaded into Through Cars and Dispatched from New York Transfer Without Delay 









































































- First Morning from New York Piers and Hoboken City. 





The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 


BOSTON, DETROIT, 

80 Street Ist Natienal Bank Bidg 
BROOELYN, EASTON, PA. 

82 Court Street 402 Northampten Street 
BUFFALO, INDIANAPOLIS, 

Lackawanna Terminal 41@ Guaranty Building 
CHICAGO, KANSAS CITY, 

111 West Jacksen Blvd. Exchange Bldg 
CINCINNATI, MILWAUEEE, 

4th National Bank Bidg. 1316 Majestic Building 

MINNEAPOLIS, 


CLEVELAND, 
308 Park Building 






Simply Route “LACKAWANNA” 


LACKAWANNA AGENCIES 


TO FROM 
aBinghamton Second Morning aoe Corresponding Service 
Ffal ” n” . . 
area | ane Bloomfield given to shipments loaded 
cnge — — to the platforms of connect- 
Cincinnati ” ” Delawanna - e 
Cleveland Third 1 Harrison _ ing roads destined to points 
Columb: ‘ourth ” Hoboken Ci ° 
Sonia. Second » Hoboken Shore Railroad beyond those named herein. 
Council Bluffs Seventh Jersey City 
emnarenl —. . lyndineret Similar service is effec- 
Denver Ninth ” Newark ° ° 
Des Moines ~~ ” Orange tive via Lackawanna from 
D troit Thi ” P. i e ° 
East St. Louls Fourth caieane Philadelphia and _ other 
Elmira con ” Watsessin ° ° ° 
—_ — < ne SO Reading Railroad points, 
Fort Erie Second 35thSt. also from points on the 
Fort Wayne Fourth ” = Harlem Transfer . 
Fostoria - Third =m Central Railroad of New 
ot cy « llama 0 eR Jersey, via Scranton, Pa. 
Ithaca Sueeeioore Transfer; also from Boston 
Jackson Fourth Morning naan - 4 s 
ae OFS longisiandcity via Boston & Maine-Dela- 
L ngeles ” ia 
re Fourth» ware & Hudson and Bing- 
M hi Sixth n e 
Riniehee —e—~e Eseorye  hamton, and via New York, 
Minneapolis Seventh wn ; Terminal New Haven & Hartford and 
M 1 Fourth ” as 
Nachvilte Fitth ” Peete ayewallabout Port Morris, N. J. 
Omaha Seventh wn yertiangt ae 
oO Si d Afternoon ° ° . 
eat ttavnleg IO Daily passing reports in 
See Tae se the possession of all Lacka- 
Port Huron ” ” FRO0 a 
Portland + ep ” 4 by wanna Agents enable imme- 
Rochest a] ” e e 
ceiey | ee oe diate and complete infor- 
Saint Louis ” ” NEW YORK 25th St. m ti n t u t e 
Saint Paul Seventh »« TRANSFER ush Docks atio Oo customers. 
SanFrancisco (fifteenth 3 
Seattie Fourteenth » 
Sec n o * e 
ee tend: ee Not Necessary to Designate Any Special Station, 
Syracuse Second * . 
Toledo a. Pier or Train. 
Toronto Third ” 
Utica Second ” 


ments, facilitation of tracing; prompt turn- 
over of investment. 


If any other locality is interested in move- 


‘ment of 10,000 lbs., or more, of merchandise 


per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 


NEWARK, 
786 Bread Street 


NEW HAVEN, N, 

39 Charch Street Lackawanna Statien 
NEW YORK CITY; SEATTLE, 

302 Broadway 1812 L. C. Smith Bldg. 
PHILADELPHIA, SYRACUSE, 

1302 Finance Building Lackawanna Statien 
PITTSBURGH, TOLEDO, 

428 Park Building 438 Nichelas Building 

TORONTO, 


ST. LOUIS, 
112 Nerth 4th Street 
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